









~ 


wt Ww Y Uk 





4 





” 










CG FEB 22 1933 
saeeeecenn 
‘ATF yak ' 


rk i. | 











Pr 





Reg. U. S. Patent Office 
Entered as second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 


Vol. XLIII. No. 12 “iGL" CHICAGO, ILL., MARCH 23, 1929 


Onl minutes away 
YD iy teep 


hone! 









ne 
. 4 


APSO Tay 











Ansa s cit? 
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LANCE at the map pictured here and note the location of the nearest you 

twenty-one plants and thirty service stations and branch offices ee Main 2978M 

. ° ° - ge 2SSUMOTC ...----------- olfe /; 
of the Hinde & Dauch organization. Then spot the location of Stadium 6500 
° ° ‘ ‘s . ._-- Barnum 3955 
your own plant and if you are in the industrial area of North America, SE ieinsccccncassins Seneca 3156 

’ . e Chi LEONA ; 13 
you'll find an H & D unit—paper mill, box factory or branch office gemma ee oe 
—_ : OS eee Main 5732 
as a near neighbor. Columbus -_-------- University 6319 
. : ; Cuyahoga Falls__--- Cuyahoga 268M 
Hinde & Dauch growth has been definitely planned so as to bring Dayton ......--------7-;-- aie 3 

: ; ‘ ‘ : a é 

H&D package engineering service as close to your business as possible. Grand Rapids._.----_-......-31439 
- pews ee = Riley 1188 
, | aaa ictor 55532 
An H & D Package Engineer can be reached from the telephone* ———— City 644 

. ° . i i Me aE 5 Se ic 8 
on your desk. You can have him on the other end of the line in re ---------e Soe 
about three minutes. If he does not have the answer to your pack- ween oo-2-2-2----- hetumer® =~ 
agin roblem i i — Philadelphia ....-...- Lombard 7381 
ging p already, he will cheerfully work it out for you oe mibeed 7001 
promptly and no obligation. Richmond --- ~-Randolph 604 
Rochester - _..-Culver 2177 
ey oe as Main 304 
out | a ain 3-1101 
THE HINDE & DAUCH PAPER COMPANY St. Louis Sacadieninbeld Evergreen 0220 

GEOG ecececencocceceoess ain 

303 Decatur Street Sandusky, Ohio i naan Lakeside 4052 
Eee Amherst 2174 


HINDE & DAUCH ofc" SHIPPING BOXES 
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Allantic VAY NT 


and ‘Pacific 
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Panama Canal | 
AMERICAN-HAWAITIIAN STEAMSHIP COMPANY 


‘‘Coast-to-Coast Since 1855’’ 
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Kansas City its 


ADAMS 


TRANSFER and STORAGE CO. 


Responsible — Reliable ~ Reasonable ~ 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 





“HEA 
AMER 














Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily * - 
Pool Car Distribution Prompt and Efficient Service Pe a 
Freight Forwarders and Distributors Excellent System of Stock Records and Reports — " 
] Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic & 
Club of K. C., Kansas City Chamber of Commerce, United States Chamber of Commerce. ‘sy TH 


WRITE US FOR INFORMATION AND RATES 
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“The Shipping 
That Is Different” 
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uestion of Policy 
' 


The measure of a company’s success in any 
phase of industry or transportation de- 
pends entirely upon the policy it pursues. 


The acknowledged leadership of Universal 
Transcontinental Freight Service in the 
consolidation of less than carload ship- 
ments of Machinery, Automobile Parts, 
Paints, Varnishes, Tires and other com- 
modities for the Pacific Coast did not 
just happen. 


It is the result of following a well defined 
policy of operation for 36 years; the best 
possible time in transit at the lowest pos- 
sible rates consistent with dependable 
and efficient transportation. 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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L. every line of endeavor, sooner 



















or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values, 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligent, 
economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware: 
houses enjoy the position of leadership in their chosen field. 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 





ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mgr. W. J. BISHOP, Gen’l Mgr. 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 


HAINof TIDEWATER _ 
a 
ge B 


HARVEY C.MILLER President f 
W.B.MCKINNEY Secretary @Treasurer ee 
NW) COMMERCIAL TRUST BLDG. PHILA. PA, co 
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The Bett Railway Company 
of Chicago 

















That portion of the Chicago Switching Dis- 
) trict directly served by The. Belt Railway 
Company of Chicago 1s rapidly becoming 
industrially occupied. 


Character of B. R. C. Service 


All traffic safely and expeditiously 
handled 


Readily accessible desirable 
industrial locations 





We welcome opportunity to submit a survey of desirable 
industrial locations served by 


THE BELT RAILWAY COMPANY OF CHICAGO 


INDUSTRIAL DEPARTMENT 
Phones Harrison 3689-3690 DEARBORN STATION, CHICAGO, ILL. 
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P*: New York 
Tre Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


By 


KINGSTON! 


TORONTO, J 
2 


—s 


4g aie a 
HAMILTON® i; OS WEGO 


aj ae 


ff RS 
? : aaa eur’ get PGE POUr 
A FA f. 
Ao @ be 
FRIE 


2 ae x : ? 
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¥ 


DETROIT 


TOLEDO «so 3 aaa aGul? , 
S4NDocKy ORA IN » 





SHIP BY BARGE! 


AND 
REDUCE YOUR TRANSPORTATION CoOstTs 
Dependable Freight Service with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment 
Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, ine. 


MEMBERS 25 Broadway, New York City, N. Y. TELEPHONE 


N. Y. Produce Exchange . BOWLING GREEN 0495 
N. Y. Maritime Exchange BUFFALO OFFICE; Chamber of Commerce Building . BONDED CARRIER 
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Wabash 


Red Ball 


eae 
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THE WABASH LEADS among all the big railroads (Class 1) of the 
country in maintaining its locomotives in the highest oe Py per- 
fection. (Report of the Federal Bureau of Locomotive Inspection.) 
Wabash freight trains are 26.49% faster than the average of all of the 
big Class 1 railroads. Your freight shipments are delivered on time 
when routed via the Wabash. 


THE TRAFFIC WORLD Vol. XLIII, No. 12 


THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 


Between the Gulf of Mexico 
CHICAGO and California Ports ST. LOUIS 


Ray F. Thompson H. W. Hoffman 
2118, 105 W. Adams St. 1956 Railway Exchange 
Phone Franklin 8774 : 


Steamship Service can be operated just like rail 
Service as far as the shipper is concerned. 


This is contrary to the ideas of many, based on 
their experience with overseas traffic. 


Our Intercoastal Service is being perfected along 
the lines of modern transportation methods. 


We have Joint Through Rates with Inland Carriers 
permitting through bills of lading to be issued by 
inland carrier. 


Unlike all other Gulf Intercoastal Carriers it offers 
no device or technical contract arrangement re- 
quiring shippers to move all of their tonnage ex- 
clusively over its line in order to obtain the lowest 
rates, but offers the lowest rates to any shipper. 
Just ship it care of REDWOOD LINE and get the 
lowest rate. 


BIRMINGHAM MOBILE 


H. B. Rox NEW YORK Wm. Gorman 


201 Brokers Bldg. H. E. Devoy 206 State Office Bldg. 
Phone 3-5266 7-11 Water Street Phone 4214 


SAN FRANCISCO 
: LOS ANGELES 
L. B. Fitch 
E. M. Cantelow 
Western Traffic Manager : . 
815 Pacific Electric Bldg. 
1 Drumm Street 


REDWOOD LINE, Inc. 


A DEPENDABLE COMPANY 


General and Local Offices Located: 


1421 New Orleans Bank Building - - - 226 Carondelet Street 
NEW ORLEANS 
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THOSE SCREAMING MONSTERS! 











Day and night with clock-like precision a 
fleet of fast, high-ball trains on the Nickel 
Plate Road are rolling to destination with 
their tonnage of valuable freight. 


These snorting, screeching monsters have 
a mission to fulfill, and to their everlasting 
credit it is nobly done. 


Powerful giants, testimonials to the in- 
genuity of man, they go lurching and sway- 
ing onward with only one purpose—to 
deliver your freight on schedule. 


Ship and Travel 


NickeL Ware Roan 
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For EXPORT or IMPORT — 
~The PORT of GALVESTON 


An Efficient Port—with Unified 
Co-ordinated Transportation Facilities 


Geo. Sealy, President 


The Port of Galveston is well known the 
world over as an efficient port, ranking with 
principal European ports in co-ordinated 
port facilities and modern equipment. 
There’s centralized, unit control of han- 
dling, warehousing, shipping and financing. 
Fifty-one miles of terminal railway—32 
modern piers—30 waterfront warehouses— 
2 giant grain elevators—all under one con- 
trol—closely co-ordinated with the service 
of 68 steamship lines to world ports! 


Routing your exports—and imports— 
through The Port of Galveston will save you 
time, confusion and money. Galveston is 
the port of entry to a large and rich market, 
as well as a tremendous export outlet to 
world markets. Let us help you analyze your 
shipping problem and tell you the specific 
advantages The Port of Galveston would 
give you. Also let us put you on our mailing 
list for the Shipper’s Digest, published 
weekly, giving Port news and sailing dates. 


Galveston Wharf Company 


Galveston, Texas 


F. W. Parker, Gen. Mgr. 


ak fester Tes Yatll Ht a Gn 
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YOUR FREIGHT 


Receives Careful Handling and Prompt Shipment 
via the | 
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Great Northern Railway 


From and to St. Paul, Minneapolis, Duluth, Superior, 

Sioux City, Winnipeg, Billings, Butte, Spokane, Seattle, 

Tacoma, Portland and intermediate points—with 

through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Serving the Northwest with a Dependable 
Passenger Service Including the 


Luxurious—Faster Time—No Extra Fare 


Oriental Simited 


Between Seattle and Chicago Without Change of Cars 





H. H. Brown M. J. Costello A. J. Dickinson 
General Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle, Wash. Se. Paul, Minn. 







H. G. Dow T. J. Shea 
Eastern Traffic Manager Asst. General Freight Agent 
New York City 





“a 


“GREAT NOE rica WN . 
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STATES OF PROGRESS 


served by 
Southern Pacific Lines 
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Off-line Agencies 


= i 


® ATLANTA 
Healey Bldg. 
@® BALTIMORE 
209 Morris Bldg. 
® BIRMINGHAM 
Woodward Bldg. 
® BOSTON 
Old South Bldg. 
® BUFFALO 
Ellicott Square Bldg. 


® CINCINNATI 
Dixie Terminal 

@ CHICAGO—FREIGHT DEPT. 
Southern Pacific Bldg. 


@® CHICAGO PASSENGER 
DEPT., 33 West Jackson 
@ CLEVELAND 
Hippodrome Bldg. 
® DENVER 
Beston Bldg. 
@ DETROIT 
Majestic Bldg. 


@ HAVANA t 
Manzana de Gomez 


® INDIANAPOLIS . 
Merchants Bank Bldg. N“* MEXICO’S cities, where once the desert reigned and the 


ee 





® —_ . + a BI ‘‘longhorn”’ herds ran the open range, are today prosperous i 
@ MEMPHIS . —_— centers served by approximately 4,000 miles of rail lines. 
Exchange Bldg. Southern Pacific Lines operate from Dawson, in Colfax County, 
@ MINNEAPOLIS through Harding, San Miguel, Quay, Guadalupe, Torrance, 
Metropolitan Life Bldg. Lincoln, and Otero Counties to El Paso, Texas, thence via North 
@® MEXICO CITY Line and South Line through Dona Ana, Luna, Grant, and Hidalgo ‘ 
Ave. Cinco de Mayo, No. 32 Counties to the Arizona State Line. 


@ MONTERREY } t 
Edificio Langstroth The Company also has numerous branches in the State. Southern ] 


@ NEW YORK CITY—FGT.-PASS. Pacific Lines connect with other lines at Deming, French, Torrance, 
165 Broadway Tucumcari, and Vaughn, offering New Mexico’s progressive indus- 


Uptown Pass. Ticket Offi i C . 
531—Sth Ave. at 44th St. tries easy access to markets everywhere 


( 
@ OKLAHOMA CITY 
Perrine Bldg. : I 
@ PHILADELPHIA 
Packard Bldg. 
@ PITTSBURGH 
Park Bldg 


® SALT LAKE CITY 
41 South Main St. 


—" @® SEATTLE 
$14 Union St. 


® ST. LOUIS 
Carleton ° 
® VANCOUVER, B. C. 





NEW MEXICO offers perhaps greater possi- 
bilities than most of the states of the é 
Union. Here are found deposits of copper, 
lead, bituminous coal, gypsum, and marble, 


585 Granville St. Fanta Rose which are, or can be, mined in practically ( 


® WASHINGTON, D. C. 
Southern Bldg. 


unlimited quantities. 





; There are fine forests of pine and other woods. 
«t , KarrizoroZ ' 
¢ ' 
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OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





COST OF ERIE CANAL 

Representative Lankford, of Georgia, in extension of 
remarks in the Congressional Record just before adjourn- 
ment of the Seventieth Congress, said that the Erie Canal 
originally cost about $51,000,000, “but it is proving a won- 
derful investment for the people of the country, as it is 
estimated that it pays for itself about every two years in 
freight reductions.” 
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The original cost of the old Erie Canal may be as 
stated by the Georgia representative, though data on that 
question are not available. The statement as to 
cost, however, does not accurately reflect the situation. 

The total cost of the New York Canal from 1905 to 
1925 was $230,881,013.64, according to the message of 
Governor Smith to the. New York legislature, January 7, 
1925. In the governor also said it was 
interesting to review some figures in connection with the old 
trie Canal. He stated that the total cost of construction, 
repair, maintenance, and operation from the day it was 
opened to 1883 was $78,862,154; that up to 1883 tolls were 
collected on the canal and in that same period the state 
received revenue therefrom of $121,461,871, “bringing a 
net profit to the state of $42,599,717.” It is understood 
that there is a dispute as to whether the old canal ever 
showed a profit, but the governor's figures as to the cost 
of the New York Barge Canal from 1905 to 1925 certainly 
do not justify such a statement as that made by Repre- 
sentative Lankford. 
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THE ENDLESS CHAIN 


An appeal to midwestern business men to oppose the 
expenditure of money for a Nicaraguan Canal or enlarge- 
ment of the Panama Canal until the water transportation 
problems of the central and southern states have been taken 
care of has been issued by Robert I. Randolph, consulting 
engineer for the Mississippi Valley Association. 

He explained that a senate resolution authorizing a 
new survey of the old Nicaraguan route was amended by 
the House to include an investigation of enlarging the 
Panama Canal and was signed by President Coolidge just 
before Congress adjourned. 

“There is no reason why the Mississippi Valley should 
oppose either scheme,” said he, “but we should be given 
access to the canal by the completion of the Lakes-to-the- 
Gulf waterway and the improvement of the upper Missis- 
sippi before there is talk of spending more money for addi- 
Our industries have already suffered from 
It has given 


tional facilities. 
the Panama Canal, which our money paid for. 
the two coasts access to each other, but at the expense of 
the manufacturers and farmers of the valley. 

“Our industries are going to be penalized further by 
the improvement of the Panama Canal or the provision of 
any additional Isthmian Canal facilities. The Panama Canal 
cost approximately $375,000,000. Bonds were authorized 
for its construction to the extent of $420,000,000, but only 
$134,000,000 in bonds were issued and the balance of sore 
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40,000,000 of the cost of the canal was paid for out of 
taxes. The middle west contributed a major portion of this 
amount. 

“We have no objection to the spending of the $150,000 
appropriated for the Nicaraguan canal surveys for the 
purpose of bringing the Isthmian Canal Commission report 
down to date, but it has been estimated that the Panama 
Canal will be adequate to serve the world’s shipping for 
thirty years to come and the middle west may properly op- 
pose any extension of Isthmian canal facilities unless and 
yntil our interior waterways are brought to the point where 
we can get our goods to the canal by water on an equal 
basis with the industrial communities of the two seacoasts.” 

So we have the working of the endless chain. The 
Panama Canal, built partly, of course, as a measure of na- 
tional defense, but partly also as a means of easier trans- 
portation between the east and west coasts of our country, 
worked to the benefit of eastern industry and the corre- 
sponding detriment to midwestern industry. Therefore, the 
midwest must have an outlet to the Panama Canal by means 
of a Lakes-to-the-Gulf waterway. The midwest helped pay 
for the Panama Canal, and now the east must help the mid- 
west pay for its deep waterway. 

There is, of course, a certain justice in the position of 
the midwest and the appeal made by Mr. Randolph is, per- 
haps, the strongest plea that could be made for the waterway 
he advocates. To it the east can make no objection. We do 
not see how it can be successfully opposed, things being 
as they are and if they are to continue to be as they are. 


_ But how much better it would have been if, in building the 


Panama Canal, the government policy had been to make 
those who profited by its use pay what the service was warth 
to them, thus keeping conditions equalized in the matter of 
competition between eastern and midwestern industry and 
at the same time deriving a legitimate income from money 
spent in development—an income that any business man. 
would insist on before thinking of engaging in such an en- 
terprise. Indeed, it is not too late even now to change our 
public policy and make the Panama Canal a paying invest- 
ment—at least a better paying investment than it is now— 
removing, at the same time, this argument for the digging 
of another deep waterway. But no. Congress must listen 
first to this interest and then to that. One gets what it 
wants by one means or another, and then another uses the 
gift to the first as an argument for a similar favor to him- 
self. Thus, an endless chain, with no principle or system 
to govern our policy. 


THE DARKEY IN THE WOODPILE 

The Waterways Journal, “devoted to the commercial 
interests of all inland waterways,” replying to an editorial 
of ours in which we said the government barge line was 
not, as The Waterways Journal had stated, the outgrowth 
of a public demand that river transportation be resuscitated 
from the stagnation caused by unfair railroad tactics, but 
a war measure, says the “truth is that the war was but an 
excuse for the middle west to enlist the government’s in- 
terest and support in the recreation of the rivers’ transport 
services.” 
We do not know to what extent the Waterways Journal 
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speaks for the public in the middle west, but its statement 
is naive, to say the least. We were going by the record 
when we said the government started the barge line as a 
war measure to increase transportation facilities when they 
were taxed to the utmost, and we knew that the demagogues 
and others took advantage of the situation—but we did not 
expect an admission of this sort from any authoritative or 
intelligent source. It seems to convict advocates of the 
barge line not only of asking for something that is not 
economically sound, as at present conducted, but of using 
deception, or at least taking advantage of a war situation 
and a resultant state of mind to bring about what they 
selfishly desired. 

We are not interested in continuing the controversy 
with this journal. What it says is to be discounted by its 
own statement of its purposes and policy, just as the state- 
ments of a Republican or Democratic organ with respect 
to the candidate or the platform of the party it supports 
are to be discounted. On the other hand, it refuses to 
credit us with being what we say we are—disinterested and 
unbiased. It is like most of the other supporters of inland 
waterway transportation—deaf to arguments that the 
present plan is subsidized competition and that water rate 
differentials are based on no adequate comparative cost 
study, and unable or unwilling to understand how anyone 
can take the other side and not be free from “influence.” 

The Waterways Journal makes capital of the fact that, 
in referring to one of its editorials, we did not quote what 
it said with reference to “land grants” to railroads as off- 
setting favors to competitors of the railroads. The people 
who read our magazine, for the most part, understand that 
the railroads have paid and are paying for their land grants 
by reduced rates on government shipments. Everybody who 
understands the transportation situation ought to know that. 
Besides, as we have said before, even if the situation were 
otherwise, that is water over the dam and things now, with 
the railroads regulated in every possible respect, are sup- 
posed to be on a square deal basis. 

The oft-expressed and high-sounding theory of men 
like General Jadwin that the services of the railroads, the 
inland waterway carriers, and the motor vehicles are, or 
should be, complementary and that these various agencies 
should cooperate with each other instead of fighting, im- 
presses the ordinary person who has not given deep thought 
to the subject, for the reason that it is fundamentally 
correct. The ideal transportation condition would be one 
in which each of these agencies and all others that exist 
or that might come to exist would transport that kind of 
traffic to which it was best fitted and that it could carry 
to the best advantage of the shipper. There is no question 
about that. If the railroads were injured in the bringing 
about of this condition, they would simply be “out of luck” 
—the victims of economic justice and proper adjustment. 

But an arrangement of this sort presupposes—or should 
presuppose—that all the agencies thus engaged in carry- 
ing the country’s commerce were on an equal basis with 
respect to each other. It should not be based on favors 
to one agency that cannot, of its own effort, offer induce- 
ments that will enable it to share to any important extent 
in the business of carrying freight. The barge line, for 
instance, must have government aid, and it gets it. Other- 
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wise, it could not compete with the railroads. It is an 
antiquated form of transportation in this country—anti- 
quated because it has been outstripped by other forms. If 
it could “come back” because of a real demand for it and 
meet that demand in open competition with other forms, 
all would be well and good. It would be proving thereby 
that it was no longer antiquated. But when it must depend 
for its revival on subsidy from the taxpayers and enforced 
rate differentials based on no proper study of cost of serv- 
ice, it is balderdash to talk about a “broad policy” that 
would make impossible the strife due to a competitive situa- 
tion, especially when one party to the competition feels itself 
unfairly treated. ; 

We do not, of course, think railroad executives in- 
fallible or exceptional either as to judgment or as to morals, 
but we do think it rather strange that, if the advocates of 
waterway transportation are correct in their theory that 
river transportation development will redound to the benefit 
of the railroads, because of the resultant growth of industry 
and the consequent increase in the bulk of traffic, some 
railroad executives are not able to see it. Of course, if they 
did see it, they would be for river development, for what 
they want is increased traffic. Are they all blind and are 
the waterway advocates the only ones with clear vision, 
or is the argument of the waterway advocates merely self- 
serving ? 

When the waterways, on a business basis, without 
government aid, can offer services that will be acceptable 
to shippers, it will be time enough to talk about this “broad 
attitude” toward all agencies of transportation. Until that 
time they must be regarded as a decadent form of transpor- 
tation which it is being attempted to bring back into the 
picture by means of taxing the public. Why should they 
be brought back when such means are necessary in order 
to do so? Obviously, the only reason is that certain com- 
munities want them brought back so that, at the expense 
of taxpayers everywhere, those particular communities may 
profit by lower freight rates. Is that fair? 


It should always be borne in mind, in considering this 
question, that the price paid for inland waterway trans- 
portation is not only the price paid in freight rates by the 
shippers but, in addition, the price paid by the taxpayers 
in public money devoted to this service. 


EXPRESS AND LAND-GRANT RATES 
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The taking over by the railroads of the express business 
of the American Railway Express Company through Railway 
Express Agency, Inc., has resulted in a ruling by Comptroller 
General J. R. McCarl that express charges on government ship- 
ments handled by the agency, effective March 1, 1929, “will 
be subject to land-grant deductions when transportation is over 
land-grant railroads and settlement of such charges hereafter 
will be made on that basis.” 

Heretofore express shipments made by the government have 
not been accorded land-grant rates, the ruling having been that 
shipments handled by express companies were not subject to 
land-grant deductions. Whether or not the present ruling of 
the comptroller general is to be extended to the Southeastern 
Express Company which operates chiefly over Southern Railway 
system lines is under consideration. The determination of that 
question depends on what the status of the Southeastern as a 
corporation is held to be. The ruling of the comptroller general 
as to the Railway Express Agency, Inc., resulted from an inquiry 
made by the Federal Traffic Board, which has also raised a 
question as to the status of the Southeastern. 

Some years ago the question of application of land-grant 
deductions to express shipments was brought to the attention of 
Congress but it did nothing and the ruling heretofore in effect 
was not disturbed. 
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The comptroller general, in his opinion, quoted from a lette 
of November 21, 1928, to the chairman of the Shipping Boarg in 
response to an inquiry as to whether land-grant deductions 8 
applicable to express shipments by the government. At thee 
time the comptroller general said that the practice of the on 
appeared to have continued undisturbed at least from 1878 
when the Attorney General ruled against application of land. 
grant deductions to government-express shipments. The comp. 
troller general took the position that, as the matter haq bee 
placed before Congress, it was a matter “only for the attentig 
of the Congress and not elsewhere.” a 

The comptroller general then discusses the status of th 
new Railway Express Agency, Inc., substantially as developed 
before the Commission in the proceedings in which the play 
was approved recently. 

“The rulings of the accounting officers many years ago 
that charges on government express shipments were not sub. 
ject to land-grant deductions were based primarily upon the 
theory that the express service was performed by an agency 
distinct and separate from the railroads and for that reagon the 
grant subjecting the railroad to deductions being to the railroad 
itself, there was no privity in so far as the express agency Was 
concerned to subject it to such deductions, regardless of the fact 
that under agreements existing between the railroad company 
and the express company a part of the express charges were g 
revenue of the railroad,” said he. “Under the new arrangement 
there is still a separate agency for express operations but such 
agency is directly under the control of the railroads, and in the 
final analysis the new express agency is-in fact operating the 
express business for the benefit of the railroads. It is a wey 
established rule of law that two corporations may be treated as 
one in disregard of fictional legal distinctions (1) when necessary 
to circumvent fraud or (2) where a corporation is so organizej 
and controlled and its affairs are so conducted as to make jt 
merely an instrumentality or adjunct of another corporation, 

“In the present matter there appears to be no question that 
the Railway Express Agency, Inc.., is merely an instrumentality 
or adjunct not only of the organized participating railroads, but 
of each participating railroad subject to land-grant laws and 
under the plan of distribution of the earnings the express 
service is in fact performed by the participating railroad, the 
express agency being merely the agent of the railroad for 
handling and operating purposes. 

“Under such circumstances, there appears to be no reason 
why, in so far as concerns land-grant deductions from express 
charges, the corporate entity of the express agency should not 
be disregarded and the matter treated as if the express service 
actually were performed by the land-grant railroad instead of 
through the agency of the express company. There cannot be 
accepted as any authority in carriers subject to land grant, so 
organizing for the performance of a service offered by the 
carriers to the public generally, as would prevent or deprive 
the United States from having the service performed for it, 
subject to land grant.” 


The comptroller general then stated his conclusions 4 
quoted heretofore that express charges on government ship 
ments handled by Railway Express Agency, Inc., would be sub 
ject to land-grant deductions when transportation was ovet 
land-grant railroads. 


CHAIRMANSHIP SENATE COMMITTEE 


The Traffic World Washington Bure 


Whether or not Senator James E. Watson, of Indiana, wh 
has been chosen Republican leader in the Senate, the position 
that was held by Vice-President Curtis when he was a senatot, 
will continue as*chairman of the Senate interstate commerte 
committee in the Seventy-first Congress is a question that ma 
not be answered until the beginning of the special sessii 
April 15. 

The question is under consideration by the Senate com 
mittee on committees. There have been intimations that Ser 
ator Watson, who has been away from Washington, may wis 
to retain the chairmanship of the interstate commerce colt 
mittee, though he is floor leader. Other floor leaders have lf 
tained chairmanships of important committees, so that ther 
is a precedent for Senator Watson to follow in that respect if 
he wishes to do so. 


If Senator Watson should relinquish the chairmanship @ 
the committee, Senator Couzens, of Michigan, who is the rank: 
ing Republican member of the committee, would become chait 
man if the seniority rule were followed and he wished to becollé 
chairman. However, the seniority rule has been departed fro 
in some instances. 

Senator Brookhart, of Iowa, it is understood, wishes 
become a member of the Senate interstate commerce committé 
There is a vacancy on the committee that has not been filled 
due to the resignation of Senator du Pont, of Delaware. 
view is held in some quarters at the Capitol that one with such 
pronounced views. on the transportation problem as Senalil 
Brookhart holds-should not be a member of the committee det 
ing with that problem. 
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A Mute and Inglorious Railroad Pyrrhus.—Now that the 
four big railroad trainmen brotherhoods, in complaints Nos. 
91996 and 21997, have asked the Commission to find that safety 
requires the railroads to equip their engines with automatic 
train-pipe connectors and steel running boards, the railroad 
executives probably are trying to recall the name of the man 
(or perhaps there was more than one) who advised them to 
take the Wisconsin cab curtain and Georgia automatic firebox 
door laws to the federal courts. The wreck he caused of their 
finances, by reason of his “victory” in the Supreme Court of 
the United States suggests that the Epirian general be relieved 
of the reproach carried by the words “Pyrrhic victory.” The 
crown in reverse English belongs to the man who gave the 
advice to appeal to the federal courts. Before that was given 
the railroad brotherhoods had to convince the legislature in 
each state, before anything could be done, that it was desirable 
to have cab curtains and other things contributing to the com- 
fort and safety of railroad employes, notwithstanding the ex- 
pense. Now all that is necessary is to convince the Commis- 
sion. That has been easy, seemingly, in the cab curtain and 
frebox door cases. If there were any violent dissents in those 
cases, they do not raise any alarm in the memory. The Su- 
preme Court, in the cases from Wisconsin and Georgia, said 
the power to require such things was vested in the federal 
regulating body. On account of the moral certainty that the 
“full crew laws” advocated by railroad organizations in many, 
if not all, states were nothing less than “make work” rules 
foisting on the public expenses that might well be called graft, 
many of the things advocated by the organizations are re- 
garded by those who have to pay the bills as about 10 per cent 
for safety and 90 per cent for something else. Cab curtains, 
frebox doors, automatic hose connectors, and steel running 
boards, it is suggested, may be all the ardent advocates claim 
for them as absolutely essential facilities of safety, but the 
informed man who knows that all such things must be covered 
by the transportation rates cannot help thinking about full 
-ecrew laws when they are sanctioned. The brotherhoods assert 
in their complaints that hundreds are killed and injured an- 
nually and many wrecks, collisions and derailments are caused 
by the present means of coupling the air, signal and steam 
hose on railroad trains. Assertions of equal force were made 
in connection with arguments for automatic train stop or con- 
trol devices before the Commission reached the conclusion that 
it would be the part of wisdom to go a bit slow in the matter 
of ordering the installation of devices on more divisions of 
the railroads on which some installations have been made. 
Broadly speaking, the average American executive, whether in 
the railroad or some other industry, knows that injuring and 
killing people is poor business. He also has been educated 
to believe that adoption of new devices pays well in dividends. 
That being the fact, a thought in connection with such com- 
plaints is that the Commission should have a clear showing 
that automatic connectors and other devices would be real life 
savers or aids to efficiency before ordering them. Daniel Wil- 
lard, testifying before the Commission, once turned on an 
attorney cross-examining him as to brick fire arches in engine 
boilers. Of course, he said in his sharp Yankee way, the 
Baltimore & Ohio would like to have such arches or whatever 
it was the lawyer said because they were good, but he wanted 
to know whether the cross-examiner knew where the Baltimore 
& Ohio could get the money to straighten tracks, convert tun- 
nels into open cuts, and do many of the other good things that 
might be mentioned. With trucks taking business from the 
railroads and the busses driving passenger trains from the 
right-of-way, a dollar, to a railroad executive, is now much 
larger than it has sometimes been. Trucks and busses could 
be made much safer than they are, but managers of them, it 
is suspected, find that the public is not always as ready to 
contribute dollars for safety as it is to shed tears when an 
accident has caused the loss of life. 





_ Land Grants Not So Bad a Bargain for Uncle Sam.—Assum- 
Ing that the new Railway Express Agency is the railroad and 
the railroad is the express agency, as suggested to the Comp- 
troller-General, it follows that the railroad that received a 
grant of land from the government on the usual terms, must 
make concessions to the United States in express rates. The 
land grant contracts are valid. For years the government has 
igs earning a fine return on the nominal value of the lands 
. gave away” as an inducement to men to build railroads. 
— as the government marked up the price of the land 
hs id not -Sive away,” in dollars it never gave a cent for 
= concession it has received in freight rates and passenger 
ares. By “giving away” land it could not sell it induced men 
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to invest hundreds of millions in enterprises from which they 
never received the benefit of a cent. Now it seems reasonably 
certain that it is to derive further benefits from its “benevolence” 
—a benevolence on which it is receiving a return that can be 
set down in definite figures, without the sacrifice of a cent. 
Generally, when the government makes a bargain, it costs the 
government treasury a good many millions. The land grant 
device for getting transportation to lands that would not sell 
without the means of moving crops is one of the few things 
that has paid well and will continue to pay well to the end 
of time—if railroads continue that long. Even if Mussolini 
incorporated the United States in the revived Roman empire, a 
la Pepin the Short and Charlemagne, the contract would con- 
tinue. There is no time limit on it. 





Gila Monsters, Horned Toads, and Giant Cacti Wilbur's 
Hobby.—The new and long head of the Department of the 
Interior, Secretary Wilbur, who is considerably more than six 
feet up and down, has a conservation hobby covering horned 
toads, Gila monsters and the giant cactus that dots the desert 
landscape. His idea is that the desert country should not be 
robbed of its distinguishing forms of animal and vegetable life. 
The giant cactus, the growing of which takes about as long 
as a forest tree, is being destroyed and some of it used in mak- 
ing a sort of candy. Inasmuch as the toads, lizards and cacti 
are found mostly on public lands of which Secretary Wilbur 
is boss, his views on the subject probably will be enforced. 
California, the state whence Secretary Wilbur hails, has been 
enacting laws for the preservation of the unusual flora nature 
gave her and heavy penalties fall on the heads of those who 
fare forth in the automobile on a Sunday and slash and tear 
at the things nature has provided for the eyes of all who pass 
along the roads, and not merely the eyes of the first comers 
who decide to cut them down and carry them away. 





Precipitancy Not Noticeable.—The social club composed of 
the personnel of the Commission this week gave a farewell 
party to John J. Esch and a welcome to Commissioner Farrell. 
The good-by and the how do you do were put off until all the 
formalities of nomination and confirmation had been completed. 
Taking chances on matters of that sort is not one of the char- 
acteristics of the club. Its members want to know that there 
will be no flare-back from the White House or the Capitol 
before they make so bold as to say farewell to the outgoing 
or express joy over the incoming commissioner. 





Fifth System Talk Roused Up Again.—The decision of the 
Commission in the Clayton anti-trust proceedings against the 
New York Central, the Nickel Plate and the Baltimore & Ohio 
has served again to focus attention on the possibility, if not 
probability, that the commissioners are all but committed to 
the creation of a fifth system in the plan for consolidation of 
the railroads of the eastern district—that is, a fifth system 
regardless of what may be in mind in respect to the roads in 
New England. If the thought among them was that there 
should be only four systems it is hard to understand whiy it 
should disapprove the tripartite agreement in respect to the 
Wheeling & Lake Erie. No one has suggested a four-party 
division that would assign that road wholly to one of the sys- 
tems. Of course, such a disposition of the Wheeling & Lake 
Erie could be made even in a four-system plan. Thus far, 
everything that has been done seems to point to a revival of 
the old Gould eastern trunk line plan, in part, at least. Thus 
far, the Taplins has not had a setback. in anything they have 
undertaken, which might be taken as a putting forth a fifth- 
system scheme along the Gould plan.- Their opposition. to 
the plans of the four-system party has been availing, even to 
the extent of the approval of the extension of the Pittsburgh 
& West Virginia. to a connection with the Western Maryland. 
That the Taplins are taking the matter seriously is inferred 
by some from the fact that, recently, W. S. Bronson, for forty 
years in the service of the Chesapeake & Ohio, has become 
wholly identified with the Taplins. . His railroad status is pre- 
served by his designation as general solicitor of.the Pittsburgh 
& West Virginia. Bronson is regarded as a strong man be- 
fore the Commission, although the Van Sweringens did not put 
him forward in their unification plans. Now Bronson has gone 
wholly over to the interest that will come into collision with 
the Chesapeake & Ohio if the supposed plans for a fifth system 
are brought out into the open. The Pittsburgh & West Vir- 
ginia, it might be pointed out, has not enough commerce iaw 
work to kéep such a man as Bronson busy all the time. The 
Taplins, of course, have many interests to be guarded, but it 
is suggested that Bronson would not be made a part of the 
organization if there were not in contemplation things of wider 
interest than the rate structure and the construction of the 
Pittsburgh & West Virginia extension from Cochran’s Mill to 
Connellsville. The Van Sweringens showed that it was possible 
to do things in the railroad world without being so closely 
identified with a New York banking interest that what was 
contemplated would necessarily have to be known in Wall 
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Street. In other words, it is suggested that the fact that New 
York interests do not know of any plans for a fifth system 
does not necessarily show there can be no such plans. 





Behold the Commission’s Rope Walker!—As a performer 
on the tight or slack rope Examiner F. L. Sharp is entitled 
to several diplomas on account of what he has done in No. 
17562, Board of Railroad Commissioners of the State of Mon- 
tana et al. vs. Bay Transport Co. et al., and I. and S. No. 3020. 
His proposed report therein (elsewhere in this issue) sent the 
correspondents for the press associations howling into the wil- 
derness crying for help and pity. They knew he had been 
cart-wheeling on either a tight or slack rope in that matter, 
but they were not sure whether he was walking on his hands 
or feet or whether the thing he had on his nose was a lamp 
or merely evidence of a disregard of the eighteenth amend- 
ment. Sometimes they thought he had fans in his hands, but 
were not sure whether what they saw were fly-swatters between 
his toes. They suspected he was doing something, but were 
- not sure they were not being misled by optical illusions, sup- 
pressed emotions, or delusions of grandeur. They knew he 
was saying words about rates on canned goods from San Fran- 
cisco to Missoula and Spokane, with a cutting across lots by 
the Union Pacific from Idaho and Utah to Butte, Mont., but 
whether the Union Pacific was being chased by a 12.5 or 13.5 
eent differential or a port equality they were not sure. Per- 
haps, after all, they thought it was only Sharp sneezing because 
of the dust he had raised when he grabbed the Arizona eastern 
class rate scale and used it as an Indian club in alternation 
with a Wiener schnitzel and the thing they thought he had 
on the end of his nose. They felt fairly certain, however, that 
he was doing something. Therefore, they hurried messages 
of joy to Spokane, Missoula, Portland, Seattle and Tacoma, 
telling each of the great victory it had achieved by reason of 
Sharp’s gyrations, or what appeared to be such. They did that 
even if they were not altogether certain that the examiner had 
really done anything at all other than write a report without 
furnishing them a Rosetta stone for the interpretation of his 
hieroglyphics, if they were not rune inscriptions in the ancient 
Norse style.—A. E. H 


HOCH-SMITH SURVEY MAKES DELAY 


The “absorbing effect of the nation-wide rate structure sur- 
vey undertaken pursuant to the Hoch-Smith resolution,” in the 
opinion of Commissioner Aitchison, is the cause worthy to be 
named first among the reasons for the Commission’s gradual 
falling behind in the disposition of complaints brought before 
it. He gave his opinion on that point to the faculty and stu- 
dents of the School of Engineering, Princeton University, March 
19. On that day he was the Cyrus Fogg Brackett Foundation 
lecturer, his topic being “The Organization and Manner of 
Work of the Interstate Commerce Commission.” 

Commissioner Aitchison’s treatment of the subject was 
influenced by the occasion. The subject was treated as a 
study in the organization of a great independent establish- 
ment of the government, the oldest of the federal regulatory 
commissions, in theory an arm of Congress, appointed to carry 
out in detail general congressional policies laid down in acts. 
To understand the reasons for the organization as it stood, Mr. 
Aitchison said, it was necessary to have the historical back- 
ground of the legislation. 

The original act to regulate commerce, intrusted to the 
Commission to administer in 1887, he said, was largely experi- 
mental. He divided the history into five great periods: The 
first of the five, the Cooley regime, so-called because of the 
impress of the first chairman, was marked with vigor, but by 
1897 the act had been whittled away by judicial decisions until 
the Commission had ceased to be a regulating body. From 
then until 1906, he said, was the “doldrums” period of inaction, 
followed by the third stage, rehabilitation and extension of 
the Commission’s powers, which continued from the Hepburn 
act of 1906 until the beginning of federal control, January 1, 
1918. This period was marked by continual broadening of 
statutory duties and responsibilities. The fourth period, fed- 
eral control, brought wholly diverse duties to the Commission; 
and with the fifth stage, beginning when the roads were re- 
turned to private operation under the transportation act, a 
wholly new congressional policy had been administered, more 
broad and inclusive in respect to carrier, shipper and public 
relationships. The cognate acts, such as the railway mail pay 
act, standard time zone, and Clayton anti-trust acts, all affect 
the nature of the work to be done by the Commission under 
the law, the commissioner said. 

The form of organization and manner of performance is 
profoundly affected, according to Mr. Aitchison, by the im- 
perative requirements of the law calling for the exercise of 
personal, non-delegable discretion by the commissioners them- 
selves, which has only partly been relieved by the permission 
given in 1917 to break the body into divisions for the perform- 
ance of duties. 











Vol. XLIII, No, 12 


“Analysis of the Commission’s minutes for a year show 
that the votes of the commissioners were required in more than 
20,500 distinct matters,” said Mr. Aitchison. “Excluding those 
which could be safely left to subordinates and formal matters, 
nearly 5,000 matters required the exercise of actual Persona] 
discretion by commissioners and the average number of com- 
missioners who acted on each was 6.33. Each commissioner 
was called upon to exercise his discretion by voting on 2,829 
matters in the year. This took no account of time spent in 
hearings, argument, preparation, or study. The opinions in 
eases decided filled 15% standard law-books, and aggregated 
11,729 pages.” 


The assignment of work among the divisions and the 
bureaus were taken up one by one, and their functions severally 
explained. Some of the statements regarding volume of work 
done seemed striking. The bureau of informal cases, in the 
disposition of correspondence complaints, Mr. Aitchison gaiq 
handled an aggregate of 165,000 letters in 1922; and nearly 
20,000 informal complaints and special docket applications jp 
the last year. i 


“The condition of the docket of rate cases, in the bureay 
of formal cases,” said the lecturer, “causes great concern 
because of the fact that generally since the war the cases 
filed have exceeded those disposed of, despite the efforts which 
have increased the cases disposed of 90 per cent per annum 
since 1822.” 


That he attributed to the “absorbing effect of the nation. 
wide rate structure survey undertaken pursuant to the Hoch- 
Smith resolution,’ to the great number of cases which the 
shortened procedure had encouraged, personnel changes, due 
to “graduation” of experienced commissioners and employes 
into private life, and the unnecessary rigidity of a system 
which brought a mass of trivial matters to the commissioners 
for consideration, and diluted the time available for matters 
of substance. 


The financial transactions cleared through the bureau of 
finance since 1920, he said, aggregated between eleven and 
twelve billions in certifications, loans, and security approvals, 
More than 93,000 tariff schedules were filed in 1928 with the 
bureau of traffic. The tariff file contains, according to Mr. 
Aitchison, approximately 5,700,000 schedules and supplements, 
which name literally billons of rates. The bureau of valuaton 
is bringing to a close the primary valuations of the carriers. 
The cost to the government has approximated one-sixth of 1 per 
cent of the values found. Bringing the appraisal to date is 
under way, but the forthcoming decision of the Supreme Court 
in the O’Fallon case will be necessary, in his opinion, to clarify 
the disputes in principles which have grown out of the in- 
crease in costs following the beginning of the war. 


The commissioner concluded the study by giving as his 
deductions: 


For the performance of the huge volume of work which the 
Commission has to do, adequate personnel is a first requisite. This 
implies adequacy both as to quantity and experience. The 
turn-over in the forces as well-trained men have left the service 
has had marked effect upon both the amount and character of the 
work done. Budgeting of such an organization should be along 
lines of a continuous consistent policy, and sufficiently liberal so 
that men will be at hand for ‘tasks as they arise, with means to 
go on. 


Assuming that such conditions apply, then the capacity of the 
commissioners themselves will be the limiting factor. The organiza- 
tion and manner of the work of the Commission necessarily must con- 
form to the statute which creates it and directs how it must act. The 
law lodges both power and responsibility in the commissioners, to be 
exercised by them personally and not evaded or delegated, except 
as the law itself permits assignment to a lesser number than 8 
quorum of the entire membership. or to particular agencies. No such 
permission has been given directly to assign any function to any in- 
dividual commissioner or to subordinates. Indirect assignment might 
be made by the Commission itself, under a tacit arrangement that 
the Commission or a division would go through the form of adopting 
in course the action of a single member or of a subordinate in specified 
matters which under the law require personal action by a quorum. 
But this evasion would run counter to the law and would violate 
the principle of business administration that men should act in their 
own name and upon their own responsibility. The present state 
of the law brings the combined efforts of nearly 2,000 employes to 
the commissioners themselves for the vitalizing exercise of theif 
corporate discretion. More such work is brought to the commis 
sioners than they should be expected to handle. There is no likell- 
hood of diminution in the volume of the work; on the contrary, the 
probability is that it will increase, and that new duties may be cast 
upon the Commission. 

To a great extent the situation is capable of ready and inex- 
pensive remedy. The Commission has recommended to Congress 
that it be permitted to assign particular matters to individual mem- 
bers or to employes or boards of employes designated by it, for dis- 
position, while it retains control through the processes of rehearing: 
The requirements of law as to organization should be revised in this 
manner, to permit more prompt and efficient dispatch of business. 
This will enable the commissioners to concentrate upon the greater 
problems, while they retain responsibility as to the disposition Ps 
lesser matters. Only as they have adequate opportunity to exercise 
a reasoned discretion upon a full ascertainment of the facts can he 
body in fact be what it is in theory of law, an expert tribunal. ee 2 
ership in this case calls for time for research, for observation, or 
internal and external consultation, and for proper contemplation. 
Adoption by Congress of the Commission’s recommendation will ma 
terially aid a difficult situation. 
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March 23, 1929 


STRAWBOARD CASE DISMISSED 


An order of dismissal has been made in No. 18170, United 
Paperboard Co., Inc., et al. vs. Akron, Canton & Youngstown 
et al., the Commission, by division 4, finding the carload rates 
on strawboard between points in central territory and from 
points in that territory to destinations in trunk line territory 
not unreasonable or unduly prejudicial. The complaint, filed in 
March, 1926, alleged that the applicable joint through rates, 90 
per cent of the contemporaneous sixth class rates, minimum 
36,000 pounds, were unreasonable, unduly prejudicial and, in 
one instance, in violation of the long-and-short-haul part of the 
fourth section. Rates 80 per cent of sixth class, on a minimum 
of 36,000 pounds and alternate rates of 60 per cent of sixth 
class, on a2 minimum of 60,000 pounds, the report said, were 
sought. 

Complainants’ evidence in support of their allegation of 
unreasonableness, the report said, was based to a great extent 
upon a formula (Isaac Born’s) by the use of which they ar- 
rived at rates they alleged strawboard should bear in order to 
be properly related to the rates on selected commodities used 
in their computations. In addition to value, the report said, 
the formula took into consideration the average loading weights 
of various classes of cars, the percentage of the different classes 
of cars assigned to the movement of individual commodities, 
and the ratio of the empty to the loaded mileage of the various 
commodities. 

After setting forth the formula, based on 22 commodities, 
the report said that consideration of the formula disclosed 
certain infirmities which tended to detract from its probative 
value. For example, the report said, the rates finally arrived 
at by the complainant as reasonable ones on strawboard, were 
based upon rates from and to a “few selected points on a limited 
number of commodities and no attempt was made to show 
under what circumstances the compared rates were established 
or had been maintained. 

“In other words,’ continued the report, “complainant ar- 
rives at what it considers a reasonable rate on strawboard by 
the use of rates not shown to be reasonable. It is also obvious 
that the result of this formula would be greatly affected by 
the particular commodities chosen for comparison. The results 
produced by the use of the respective commodities as shown 
in complainant’s exhibit differ so widely that it is reasonable 
to assume that the use of different groups of commodities would 
likewise produce varying results.” 

Another outstanding infirmity, the report said, was that in 
arriving at the rates for strawboard predicated upon value and 
related to those on the compared commodities, complainant 
assumed that a difference of $5 per ton in value should produce 
a difference of one and a half per cent in the rate. Having 
found the respective cost and value factors, the report said the 
complainant multiplied them together. 

“Although a systematic study of what a proper rate should 
be on the basis of cost and value may be helpful,” says the 
report, “the method used in this case, as indicated above, in- 
volves processes which are open to question. The main elements 
dealt with under complainant’s formula are value, average load- 
ing weights, and ratio of empty to loaded mileage. In determin- 
ing what would be a reasonable rate on a particular commodity 
We must necessarily be guided by the consideration of many 
different elements. Obviously, the prescription of rates based 
upon a formula which does not give due consideration to all 
the elements of rate making would be open to criticism. 


_ “Upon careful consideration of complainant’s formula as 
discussed in the foregoing, we are convinced that it may not be 
used safely as a basis for determining what would be a rea- 
sonable rate on any particular commodity. We are not con- 
Vinced that the theory advanced by the complainants and dis- 
a above affords a proper basis for arriving at a reasonable 
rate.” 


AGRICULTURAL LIMESTONE 


Use is made by the Commission of the Michigan intrastate 
Scale on agricultural limestone from Gibsonburg, O., to desti- 
nations in the lower peninsula of Michigan as a measure for 
non-prejudicial interstate rates. The use is made in No. 20039, 
National Mortar & Supply Company vs. Ann Arbor et al. The 
Commission, by division 3, has found rates on limestone of the 
character mentioned, between the points mentioned, which were 
reduced on August 26, 1926, unreasonable prior to that date, 
but not after, to the extent they exceeded the rates established 
on and maintained since that day and awarded reparation. 

A further finding is that the rates on the like traffic from 
Gibsonburg to destinations in the lower peninsula which were 
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not reduced on August 26, 1926, were, are and for the future 
will be unreasonable to the extent they exceeded, exceed, or 
may exceed rates based on the Michigan intrastate scale, with 
the addition of arbitraries for joint-line movements provided 
by that scale. 

A third finding is that the maintenance of intrastate rates 
on the traffic in question, from Michigan producing points to 
destinations in the lower peninsula, generally south of the line 
of the Michigan Central between Detroit and Chicago, which 
are lower, distance considered, than the rates from Gibsonburg 
to the same destinations, is and will be unduly prejudicial to 
the complainant and unduly preferential of its competitors in 
Michigan. 

Rates for interstate hauls that do not meet the Michigan 
intrastate scale standard are to be revised to that basis not 
later than May 25, the rates being stated in money terms on 
net tons, with appropriate arbitraries for joint-line hauls. 

Commissioner Taylor concurred in the report except as to 
the finding upon which the award of reparation is based. 

The complaint was brought on account of the competition 
between the plant at Gibsonburg, a few miles south of Toledo, 
O., and the plants in Michigan, Sibley and Monroe, particularly 
Sibley, short distances north of Toledo. The Commission said 
that the demand for agricultural limestone in southern Mich- 
igan was greater than the supply obtainable from Sibley and 
Monroe and that it appeared that the complainant had lost no 
sales on account of competition. The single-line rates estab- 
lished from Gibsonburg in August, 1926, the Commission said, 
were not available to the complainant to points in Michigan 
over routes embracing two or more lines. 

The defendants insisted, said the report, that interstate 
rates to points in Michigan should not be on a lower basis than 
intrastate rates within Michigan and said they were willing to 
establish rates from Gibsonburg on the basis of rates from Sib- 
ley. The Commission said that the Michigan single-line scale, 
even when applied on joint-line hauls, and when based on 
short-line distances, was generally higher than the rates based 
on other scales in many other states. 


VEGETABLE CONTAINERS 


A revision of the rate on collapsible fruit and vegetable 
crates from Paris and Mineola, Tex., to Bernice, Blythe and 
Calexico, Calif., based on a finding of unreasonableness of ex- 
isting rates, has been ordered not later than June 5. There is 
also to be a revision of the rates on fruit and vegetable baskets, 
from Paris and Mineola, and on fruit and vegetable baskets or 
hampers, from New Orleans, La., to Thermal, Indio, Coachella, 
Brawley, Bernice, Blythe, Calexico, Bakersfield and Stockton, 
Calif., not later than June 5, also based on a finding of unrea- 
sonableness. Reparation has also been awarded. 

These changes in rates are to be made in accordance with 
orders entered by the Commission, by division 5, in No. 19791, 
Cummer Manufacturing Co. of Texas vs. Santa Fe et al., and 
No. 20385, Leigh Banana Case Co. vs. Santa Fe et al. The last 
mentioned complaint brought into issue the rates on the vege- 
table baskets and hampers from New Orleans. The other com- 
modities were mentioned in the title complaint. Violations of 
the first four sections of the interstate commerce act were 
alleged. 

The California Pine Box Distributors and the California White 
and Sugar Pine Manufacturers’ Association intervened. The 
latter filed a brief opposing the establishment, the report said, 
of any fixed adjustment of rates between the complainants’ 
points, on the one hand, and California-southern Oregon lumber 
manufacturing points, on the other, or any order under section 3. 

Complainant, interested in the collapsible containers, con- 
tended, said the report, that the crates were knocked down 
crate material. The Commission said the collapsible crates, 
which it said were completely manufactured, could not be con- 
sidered crate material. It said that, as shipped, these crates 
were covered by the term “collapsible, K. D.,” as used in the 
items of the tariffs naming the rates charged. 

The complainants made comparisons between the rates on 
lumber products and their products in support of the allega- 
tion of undue prejudice. A history of the rates on collapsible 
wooden fruit and vegetable containers, from Paris and Mineola, 
to southern California, the report said, was contained in Texas 
Chamber of Commerce vs. Director-General, 83 I. C. C. 538. 
In this case the Commission said that Bernice, Blythe and 
Calexico should take the same rate as that prescribed in the 
Texas Chamber of Commerce case, to Indio, Coachella, Thermal 
and Brawley. It also said that rates to the more distant points, 
Bakersfield and Stockton, should be higher than to points in 
southern California. 









































































Allegations of undue prejudice and violation of the fourth 
section, the report said, had not been sustained. It said there 
was no evidence of unjust discrimination under section 2 of 
the interstate commerce act. 

Rates on the collapsible wooden fruit and vegetable crates 
from Paris and Mineola to Thermal, Indio, Coachella and Braw- 
ley were found not unreasonable or otherwise unlawful. 

The rate on the collapsible crates from Mineola and Paris 
to Bernice, Blythe and Calexico was found unreasonable to the 
extent it exceeded or might exceed 96 cents, minimum 40,000 

ounds. 

. The Commission further found that the rate assailed on 
fruit and vegetable baskets from the Texas points had been 
and would be unreasonable to the extent it exceeded or might 
exceed $1.63 to Thermal, Indio, Coachella, Brawley, Bernice, 
Blythe and Calexico, $1.76 to Bakersfield, and $1.93 to Stockton, 
minimum 16,000 pounds, subject to rule 34 of the consolidated 
classification. 

Another finding was that the rate on fruit and vegetable 
baskets and hampers from New Orleans had been and would 
be unreasonable to the extent it exceeded or might exceed $1.41 
to Thermal, Indio, Coachella, Brawley, Bernice, Blythe and 
Calexico, $1.54 to Bakersfield, and $1.65 to Stockton, minimum 
24,000 pounds, subject to rule 34. 

The award of reparation runs to the Cummer Manufacturing 
Co. and the basis of reparation is the difference between the 
existing and the ordered rates. 


BRASS, COPPER AND LEAD 


With Commissioner Woodlock in a dissent asserting that 
his colleagues misconceived the import of prior reports by other 
divisions, the Commission, by division 5, in No. 20445, Federated 
Metals Corporation vs. Pennsylvania et al., No. 20446, Same vs. 
Same, No. 20447, Same vs. Same, and No. 20511, Same vs. Same, 
has found unreasonable the carload rates to Pittsburgh, Pa., 
on copper ingots from Canton, O., and copper scrap from 
Rochester and Syracuse, N. Y., and from Pittsburgh on brass 
and copper ingots to Mansfield, Pa., Dover, Toronto and Youngs- 
town, O., Sheboygan, Wis., Follansbee, W. Va., and Rochester 
and Syracuse, in effect prior to January 27, 1927, to the extent 
they exceeded 29 cents to Sheboygan and the contemporaneous 
sixth class rates from and to the other points named. It has 
awarded reparation to that basis. 

The Commission further found unreasonable the sixth class 
rate of 27.5 cents on scrap lead from Pittsburgh, to Chicago, 
Ill., to the extent it exceeded or might exceed a rate of 20.5 
cents and awarded reparation. That finding as to the future 
was made in the title complaint. The carriers are to establish 
that rate not later than May 10. . 

In illumination of his belief that his colleagues had mis- 
conceived the import of prior decisions by other divisions, Com- 
missioner Woodlock pointed out that division 1, in the Duquesne 
case, 96 I. C. C. 351, made no finding that sixth class rates were 
reasonable maxima. He said it merely found, in a case involv- 
ing lower rates to and from more distant points, that the sixth 
class rates proposed by the carriers would not be unreasonable. 

The other case which Mr. Woodlock thinks his colleagues 
misunderstood, is Brass, Bronze and Copper Articles, 109 I. C. C. 
351. In that case he said division 3, while finding not all the 
increases justified, found that the sixth class rates would be 
reasonable, subject to maxima based on a rate of 40 cents from 
New York to Chicago. But, he pointed out, that division also 
said that under the existing basis of rates copper did not bear 
its proper share of rates; that there was no justification for 
charging rates on copper lower than those on iron and steel and 
that existing rates in central territory, trunk line and New 
England, were lower than the rates prescribed in the Jones & 
Laughlin case, 96 I. C. C. 682, on iron and steel in central 
territory. In addition he pointed out that in Federated Metals 
Corp. vs. C. R. R. of N. J., 126 I. C. C. 703, the Commission 
stated specifically that the finding in Brass, Bronze and Copper 
did not constitute a prescription of that basis as reasonable 
maxima on brass, bronze and copper. 


SILICA SAND SCALE 


With a view to putting order into the rate adjustment on 
silica sand from the Ottawa, Ill. district to destinations in 
Indiana, Wisconsin and Michigan, the Commission, by division 1, 
has prescribed a distance scale to be used in making rates 
effective not later than May 16, in No. 17817 (sub-No. 1), Illinois 
Silica Sand Traffic Bureau vs. Santa Fe et al. and No. 15833, 
Keokuk Shippers’ Association et al. vs. Baltimore & Ohio et al. 
These cases were heard jointly by the federal body and the 
Illinois Commerce Commission. The case before the latter 
was No. 15965, Illinois Silica Sand Traffic Bureau vs. Santa Fe 
et al. The Indiana State Chamber of Commerce intervened in 
the case. 

The report, written by Commissioner Taylor, limits the 
application of the order to destinations in Indiana, to destina- 
tions in Wisconsin on and south of the line of the Chicago, 
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Milwaukee &-St. Paul through Portage and Madison, to Prairie 
du Chien, and to destinations in Michigan within 390 miles 
of Ottawa, Utica, Wedron, Oregon, Millington and Sheridan, 
Ill., the points of origin involved. The customary rule for 
measuring the shortest distances is to be used. Reasonable 
groupings, the order says, may be employed on condition that 
the rates from and to each group and in the aggregate average 
substantially the same as if made from and to each point 
separately under the scale, and provided further that the rates 
shall in no case exceed the aggregate of intermediates. The 
scale provides rates on washed or processed silica sand, in cents 
per net ton, and on crude silica sand, for single and joint-ling 
hauls. 

Specifically the Commission found that the interstate rates 
on the sand of the sort indicated, from the Ottawa district to 
points in the Chicago, Ill., switching district, and Chicago rate 
points, including Gary, Ind., are not unreasonable or unduly 
prejudicial. Rates to other destinations, however, to points in 
Indiana, Michigan and Wisconsin have been found unreasonable 
for the future but not unduly prejudicial. 

The Commission had No. 15833, the Keokuk complaint be. 
fore it on further hearing. In this report it affirmed the fing. 
ings in the original report, 109 I. C. C. 346, that the rate on mold- 
ing (silica) sand, from Ottawa and Utica, IIll., to Keokuk, Ia. 
was not shown to be unreasonable but was unduly prejudicial 
to Keokuk and unduly preferential of Burlington, Ia., and Quincy 
Ill., prescribing non-prejudicial relationships and denying repara. 
tion. Inasumch as the order in the Keokuk case is outstanding 
this report says no order for the future is necessary. 

The scale to be used in establishing rates in accordance with 
the finding in the title complaint follows: 


Washed or Proc- 
essed Silica Sand Crude Silica Sand 


Single- Joint- Single-  Joint- 

' line line line line 
Distance (Cents) (Cents) (Cents) (Cents) 

20 miles and under........ 72 96 60 80 
40 miles and over 20............ 84 108 70 90 
60 miles and over 40............ 100 120 80 100 
80 miles and over 60............ 108 132 90 110 
100 miles and over 80............ 120 144 100 120 
125 miles and over 100............ 132 156 110 130 
150 miles and over 125............ 144 168 120 140 
175 miles and over 150.........00. 156 180 130 150 
200 miles and over 175..........0. 168 192 140 160 
225 miles and over 200...........- 180 204 150 170 
250 miles and Over 225......cc.e0e 192 216 160 180 
275 miles and over 250......ccceee 204 228 170 190 
300 miles and over 275..........-. 216 240 180 200 
330 miles and over 300.....ccccees 228 252 190 210 
360 miles and we. 240 264 200 220 
390 miles and y coco ae 276 210 230 





COAL TO BLUEFIELD, W. VA. 


An intricate problem in tariff construction, made complex 
by the facts that there is a Bluefield, Va., and Bluefield, W. Va., 
both on the Norfolk & Western, that one place is in the coal 
fields and the other not, and that the Norfolk & Western route 
between the coal field points in West Virginia and Bluefield, 
W. Va., passes from one state to another, has been settled by 
the Commission in No. 17400, Appalachian Power Co. et al. vs. 
Norfolk & Western. The case came up on appeal from division 
3, which decided, 144 I. C. C. 333, that the rates on bituminous 
coal, from the Pocahontas, Tug River, and Thacker coal dis- 
tricts in West Virginia and from the Clinch Valley districts 
Nos. 1 and 2 in Virginia to Bluefield, Va., and Bluefield, W. Va., 
were not unreasonable, but that there were overcharges on 
shipments from points in West Virginia to Bluefield, W. Va. 
It so held because, as it said, column 2 rates applied on inter- 
state shipments between “all” points on the Norfolk & Western 
line within the state of West Virginia. The Norfolk & Western 
contended that the column 2 rates were intended to apply on 
shipments within the coal fields and were made to apply inter- 
state because movements between points in the coal fields had 
to pass through the Hatfield tunnel, which extends a few hun- 
dred feet into Kentucky. It was intended to have points in 
the coal fields on an equality. 

In this report, on further consideration, the Commission 
said that Bluefield, W. Va., was not in the coal fields. With a 
view to bringing about equality among the points in the coal 
fields, a qualifying list of stations was added to the tariff. The 
Commission said that the claim that Bluefield, W. Va., was 
entitled to the column 2 rates was first made in this complaint, 
although the tariffs had been in effect for a number of years. 
It said that while the facts that the public and the carrier and 
the public generally had agreed on the construction of a tariff 
for a long period of time and that shippers and receivers of 
freight had accepted that construction without protest was not 
conclusive that the interpretation was right, such facts were 
entitled to considerable weight and were persuasive that such 
interpretation was the fair and reasonable one to be gathered 
from the tariff themselves. It pointed out that for the Com- 
mission to agree that column 2 rates were applicable there 
would be no field in which column 3% rates could operate in 
West Virginia. Thereby, it pointed out, that the rule of con- 
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struction that all parts of any written document or statute were 
to be given effect, if possible, would be disregarded. 

It found that the applicable rate from points in the Poca- 
hontas, Tug River and Thacker districts in West Virginia to 
Bluefield, W. Va., was not the column 2 rate found applicable 
py division 3, but $1.39 per net ton, found in another column. 
It found that that rate was and is not unreasonable, modified 
the finding of division 3 and dismissed the complaint. 

Commissioner Eastman agreed with the tariff interpreta- 
tion, but dissented from the finding that the rate was not 
unreasonable. 

Commissioner Porter dissented from the interpretation of 
the tariff, contending that the language of the tariff was plain, 
needed no construction and came within the rule of the Supreme 
Court in the Subiaco case, decided January 2, although the 
language, he said, might be against the intention of the framers 
of the tariffs. 


EGGS FOR EXPORT 


The Commission, by division 4, in No. 18906, Quiroga & Co., 
Inc., vs. Santa Fe et al. and the six cases joined with it, has 
found not unreasonable the rates on eggs, carloads, from points 
in Kansas, Missouri and Iowa to New Orleans, La., stored in 
transit at Chicago, Ill. That finding applies to the title com- 
plaint. Accordingly it has been dismissed. 

The other complaints covered by the report are No. 18270, 
Joseph Samuel Company vs. Santa Fe et al.; two sub-numbers 
thereunder, L. Frank & Co. vs. Same and Goodman & Beer 
Company vs. Same; No. 18995, Quiroga & Co., Inc., vs. Santa 
Fe et al., a sub-number, Same vs. Same ,and No. 19262, Salina 
Chamber of Commerce vs. Atlantic Coast Line et al. 

In Nos. 18995 and 19262, the Commission found the rates 
on eggs, carloads, from points in Kansas, Missouri and Okla- 
homa to Key West, Fla., for export to Havana, Cuba, unrea- 
sonable for the future but not in the past to the extent they 
exceed or may exceed the contemporaneous rates to New Or- 
leans by more than 43 cents per 100 pounds, plus such terminal 
charges, if any, as might be properly applicable to export traf- 
fic but not to domestic traffic. 

No orders have been entered in connection with this report. 
The Commission, in dealing with export rates to New Orleans, 
pointed out that in the past they were generally lower than the 
domestic rates. It prescribed new domestic rates to New Or- 
leans from the southwest in the Southwestern revision and 
they became effective July 14 last. This report said that since 
the establishment of reasonable domestic rates to New Orleans 
it saw no reason why such rates were unreasonable for appli- 
cation on export traffic. It said the carriers would be expected 
promptly to establish export rates to New Orleans no higher 
than the domestic rates plus terminal charges, if any were 
properly applicable to export and not to domestic traffic. The 
same sort of an expectation was voiced as to export rates to 
Key West on the basis of 43 cents over New Orleans, which 
the report said, had been the basis for a considerable time. 

Reparation was denied on the rule about general revisions 
of rates bringing into effect both advances and reductions. In 
addition the Commission called attention to the principles, in 
respect of reparation, laid down in the Prairie Pipe Line case, 
applied in connection with demands for reparation on shipments 
of wrought iron pipe in the southwest. In regard to the de- 
mand for reparation on shipments that had received storage in 
transit the Commission called attention to the fact that transit 
was not considered in the Southwestern revision, the basis 
there established being the basis used in disposing of these 
cases. 


L. C. L. PERISHABLE SHIPMENTS 


Without determining the question of tariff interpretation 
presented, the Commission, by division 2, in I. and S. No. 3155, 
tules for handling less carload perishable shipments in indi- 
vidual cars, in a report written by Commissioner Campbell, has 
found not justified proposed changes in the rules for handling 
the sort of traffic mentioned. It has ordered the suspended 
tariffs canceled and discontinued the proceeding. 

The proposal was to amend Rules 625 and 630-I of Dear- 
born’s I. C. C. No. 2, the perishable protective code. The first 
mentioned rule pertains to meat peddler cars handled “under 
special arrangements made with shippers for less than carload 
shipments of meats and/or packing house products.” Rule 
630-I also relates to the handling of less-than-carload shipments 
of perishables, including fresh meat and/or packing house 
products. 

In revised Rule 630-I it was proposed to except fresh meat 
and packing house products. Protesting meat packers asserted 
that the revised Rule 630-I would deprive them of the benefits 
of that rule. The carriers, however, said the purpose of the 
revision of the two rules was to clarify them. 

Under the suspended rules, the Commission said that it 
was proposed to eliminate all reference to meat peddler cars 
48 such and to substitute therefor reference to “fresh meat 
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and/or packing house products.” The protesting packers con- 
tended that if the fresh meat and packing house products were 
excepted from the provisions of Rule 630-I they would be de- 
prived of the use of that rule on L. C. L. shipments of those 
commodities not loaded in meat peddler cars, and that conse- 
quently the charges on such shipments would be increased. 
Respondent carriers, however, took the position that the pro- 
posed schedules would make no material change in the present 
rule, but would merely clarify and make certain a reasonable 
interpretation of the rules now in effect. 

The Commission said it did not consider this summary 
proceeding on the suspension docket, an appropriate one in 
which to undertake the matter of tariff interpretation indirectly 
involved. Such a question, it said, was a justifiable one which 
might more properly be determined in a court action or by the 
Commission upon formal complaint. It said that without de- 
termining the question of tariff interpretation, and, for the 
purpeses of this proceeding only, it would assume, without de- 
ciding, that the present Rule 630-I covered L. C. L. shipments 
of fresh meats and packing house products for which no special 
arrangements such as those contemplated by Rule 625 for meat 
peddler cars were made, and that the suspended schedules 
would eliminate all L. C. L. shipments of fresh meats and pack- 
ing house products from the provisions of the perishable pro- 
tective tariff published by Dearborn. 

The carriers, according to the report, submitted no mate- 
rial evidence with respect to the contentions of the protestants. 
They said, however, that inclusion of fresh meats and packing 
house products in Rule 630-I would mean an average loss of 
approximately $20 per car, on account of ice and salt. 

Seemingly the controversy revolved around that amount of 
ice and salt the carrier would have to pay for if the packers 
were allowed to use Rule 630-I instead of being confined to the 
peddler cars. The carriers contended that on account of ice 
and salt bills which had been presented for initial icing and 
re-icing before the beginning of the road-haul, they proposed to 
clarify the rule in the way indicated. But the Commission said 
they had offered no justification for the resulting increase in 
cost to the shipper. 

The Commission said that seemingly the way to get at the 
question of controlling the amount of ice for which the carrier 
should pay before the beginning of the road-haul of the car 
would be by amplification of the rule by specifying the amount 
of ice, in addition to bunker capacity of the car, furnished by 
the shipper, that would be at the cost of the carrier. 


KANSAS CITY CEMENT RATES 


Truck transportation of cement in and around Kansas City 
and the possibility of its increase is one of the reasons for the 
Commission’s recession from part of the stand as to rates on 
that commodity in the territory mentioned. In No. 15117, Iola 
Cement Mills Traffic Association et al. vs. Santa Fe et al., No. 
15138, Atlas Portland Cement Co. of Kansas vs. Same, and No. 
20303, interstate rates on cement, for distances of 80 miles 
and under, on further argument, in a report written by Com- 
missioner Woodlock, the Commission has come to the conclu- 
sion that an intrastate rate of 4.5 cents, from Cement City 
(Sugar Creek), Bonner Springs and Sunflower, Kan., to Kansas 
City, Kan., is not unjustly discriminatory against interstate 
commerce. It has therefore reversed the part of the finding 
of division 1, in Nos. 15117 and 15138, 122 I. C. C. 337, to that 
effect. The unjust discrimination was to have been removed 
by the use of a rate of 6.5 cents as a substitute. 

This further argument was had upon the petitions of the 
Missouri Portland Cement Co., with a mill at Cement City, 
Consolidated Cement Corporation, Lehigh Portland Cement Co. 
and Kansas Portland Cement Co., with mills in the Kansas gas 
belt at Iola, Mildred and Fredonia, Kan., and Bonner Springs, 
not in the gas belt, and the Kansas City, Kaw Valley & West- 
ern and the Union Pacific. 

What the trucks were doing was brought out in the argu- 
ment for the Missouri Portland Cement Co., with a mill at 
Cement City. That company urged, as a reason for the Com- 
mission receding from its position in respect of the 6.5-cent 
rate, that a substantial volume of cement was being handled 
from its mills to Kansas City by trucks; that if the present 
4.5-cent rate from Cement City to Kansas City destinations were 
increased to 6.5 cents the diversion to trucks would increase 
to such an extent as to leave nothing for the rail lines and 
that the 6.5-cent rate would be excessive for the service per- 
formed. The cement mill at Bonner Springs and the two 
railroads, the report said, were apprehensive that if the 6.5- 
cent rate were put into effect, the cement would be handled 
by trucks. The Kaw Valley went so far as to suggest that if 
it were required to use the 6.5-cent rate awarded to it and 
the other railroads it would lose such an amount of traffic as 
to compel it to ask the Commission to permit abandonment of 
operation. It is now in the hands of a receiver. The gas belt 
mills seriously objected to an increase in the 4.5-cent rate, al- 
though, theoretically, the increase would benefit them. They 
pointed out that if the traffic were forced to trucks they prob- 
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ably would not be able to meet competition based upon contract 
rates made by the trucks from the mills nearer Kansas City 
than they, with any assurance of profit. With the 4.5-cent rate 
in effect they have a definite base upon which to figure. At 
present they supply a large percentage of the cement used in 
Kansas City. 

The 6.5-cent rate, which is not to be put into effect because 
of the Commission’s recession, was ordered in as one properly 
related to a rate of 11 cents from the gas belt, established by 
the prior report. In this report the Commission affirmed the 
original finding that the 11l-cent rate from the gas belt points 
of origin to destinations in the Kansas City, Mo.-Kan., switch- 
ing district was not unreasonable. 

No. 20303 was a proceeding initiated by the Commission 
’ with a view to determining the quality of the rates for 80 miles 
and less. In the hearing many representations were made, 
largely, as Mr. Woodlock pointed out, in respect of matters not 
covered by the order of its institution. He said the record 
did not warrant any general revision of the cement scales for 
the short-haul movements in the territory covered by this in- 
vestigation. The proceeding was discontinued. 

In addition to finding that the 4.5-cent rate did not unjustly 
discriminate against interstate traffic, the Commission, in this 
report, found that it did not cause undue prejudice to the gas 
belt traffic or undue preference of the traffic from Cement City, 
Bonner Springs and Sunflower, Kan. 


MINIMUM HAY RATES 


Use of the Roanoke rates as minima on hay, straw and 
other similar commodities, from points in official to destina- 
tions in southern territory as proposed by the carriers, in the 
opinion of the Commission, extends over too wide a territory. 
Therefore, the Commission, in I. and S. No. 3174, minimum rates 
on hay and straw, in a report written by Commissioner East- 
man, has found justified all the rates in the suspended sched- 
ules, except those proposing to apply e Roanoke rates as 
minima to points on and west of the lines of the Carolina, 
Clinchfield & Ohio, the Charleston & Western Carolina, from 
Spartanburg, S. C., and Augusta, Ga., and the Georgia & Flor- 
ida, from Augusta, to Madison, Fla. 

The widespread application of the Roanoke rates is con- 
demned without prejudice to the filing of schedules that pro- 
vide for the application of the Cincinnati, O., or Kenova, W. 
Va., rates as maxima. 

Commissioner McManamy, dissenting, points out that un- 
der the Hoch-Smith resolution agricultural products such as 
those in this case are entitled to special consideration. He 
said that in view of that fact he believed that the ninth class 
rates, in the Southern Class Rate Investigation, between points 
in official and southern territories should be established as 
maxima at intermediate points instead of observing the official 
territory rates as minima. 

This case is an outgrowth of the Southern Class Rate In- 
vestigation, the latest report in which is in 128 I. C. C. 567. 
In that case the Commission said that the rates between points 
in official territory, on the one hand, and directly intermediate 
Ohio River and Virginia gateways, on the other, might, in each 
instance, be applied as minima to and from points in southern 
territory over routes through those gateways. 

Under that authority the carriers filed schedules, effective 
January 15, 1928, establishing minimum charges to become 
concurrently effective with the class rates established in ac- 
cordance with the decision in the Southern Class Rate Inves- 
tigation. They were suspended. After the schedules were re- 
vised the only disputes left were about the minimum rates on 
hay, straw and other materials of that class generally. Hay 
rates, even before the Southern case was finished, had been 
the subject of much contention. 

The schedules in this case were suspended on account of 
protests of the Merchants’ Association of St. Louis, Mo., the 
Board of Trade of Cincinnati, O., and other organizations. Use 
of the Roanoke rates as minimum charges, the protestants 
claimed, put their members at disadvantage. They suggested 
the use of the Southern ninth class instead of the official ter- 
ritory rates based on fifth class. 

The necessity for a minimum rate provision in connection 
with hay and allied commodities, Mr. Eastman said, seemed to 
be as clear as it was in the case of class rates generally, in 
order to avoid wholesale fourth section departures over direct 
routes for which there could be no justification and to prevent 
undue prejudice to and preference of points on and near the 
border between the two territories. The absence of such a pro- 
vision, he said, would entail reductions in rates in official ter- 
ritory which were not in issue in the Southern case and had 
not been found unreasonably high. 

The question here, he said, was whether the carriers’ plan 
was in harmony with the spirit of the findings in the Southern 
case and resulted in reasonable and properly ‘related rates. 
Practically all agreed, he said, that, for simplicity, minimum 
rates had to be the same for all gateways. His thought was 
that the minimum to be used should be as nearly as possible 
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the one in effect to the principal gateway to the region to which 
the particular minimum was to be applied. Judged by that 
standard, Mr. Eastman said, the plan seemed to be fair except 
that the application of the Roanoke rates as minima appeared 
to be somewhat too extensive and resulted in undue disadvan. 
tages of shippers from points in Michigan, Indiana and Ilinojg 
to destinations in the Carolinas, Georgia and Florida, hence the 
finding that the Cincinnati or Kenova rates should be used 
instead. , 


COAL ROUTING CASE 


In a third report in No. 16699, Crerar Clinch Coal Co, yg 
Ann Arbor et al., the Commission, on reconsideration on ap. 
peal from division 4, has reversed the finding in the original 
report, 118 I. C. C. 171, that the applicable rates on bituminous 
coal, from Herrin, Ill., to Bannister, Ashley,. North Star and 
Ithaca, Mich., on shipments made in 1922, were not unreagop. 
able. The report was affirmed in other respects. The Com. 
mission found that the findings in the report on rehearing 
which was the second one, in 142 I. C. C. 20, as to misrouting 
were rendered immaterial by the conclusions in this third report. 

The finding now is that the rates assailed were unreagon- 
able to the extent they exceeded $3.30 per ton and reparation 
to that basis. 

All the cars were routed by the complainant, but, according 
to this report, the routing instructions were ambiguous and 
the railroads should have asked for more specific instructions, 
Instead, however, they sent the cars over higher rated routes, 
The Commission said that if the carriers themselves, for any 
reason, had sent the cars over the routes used a $3.30 rate 
would have been applicable by reason of the customary provision 
in the tariffs permitting carriers to deviate, for reasons of their 
own, from specified routings. The $3.30 rate was applicable 
over other routes. 

This case, the report says, comes within the exception to 
the rule that when shippers route their cars reparation claims 
are generally disallowed. It said the routes evidently intended 
by the shippers were not unduly circuitous, but that the ap. 
plicable rates appeared excessive for the distances. That con- 
clusion, it said, made the findings as to misrouting, on which 
an award of reparation as to some cars was based in one of the 
prior reports, immaterial. 





OIL TO NEW MEXICO 


The Commission, by division 3, in No. 18975, W. G. Head 
vs. Santa Fe et al.; No. 18878, R. E. Levers vs. Same; No. 
19616, W. G. Head vs. Same, two sub-numbers thereunder, W. 
Howell vs. Same, and Frank Wortman vs. Same, and No. 20345, 
Southwestern Public Service Co. vs. Same, has ordered the 
carriers, not later than May 31, to establish a rate of 70 cents 
on refined oil, from Wichita Falls, Tex., and Eldorado, Kan., 
to Boswell, N. M., based on a finding of unreasonableness. 

In addition, it has found unreasonable, prior to October 11, 
1926, but not since that day, the rates on refined oil, distillate 
and fuel oil, from Amarillo, Tex., to Clovis, N. M., and on re- 
fined and fuel oils from Amarillo to Roswell, and on refined 
oil and distillate from Borger, Tex., to Clovis, N. M. Rates 
on refined and fuel oil from other points in the mid-continent 
field to other destinations in New Mexico have been found not 
unreasonable. The rates found unreasonable prior to October 
11, 1926, were found unreasonable to the extent they exceeded 
those established on that date. Reparation was awarded to 
W. G. Head and R. E. Levers. 


FRUITS AND VEGETABLES TO UTAH 


A heavy cut in the rate on fruits from points in California 
to Salt Lake City and Ogden, Utah, and much smaller ones on 
vegetables have been ordered, not later than May 31, in No. 
16373, Bergin-Price Co. et al. vs. Santa Fe et al. The order is 
based on a finding of unreasonableness, made by division 4. The 
reduction on fruits is to be from $1.41 to $1.05. The reduction on 
vegetables, other than potatoes and onions, is to be from $1.06 
to $1.05, and on potatoes and onions from 79 to 77 cents. The 
finding is that the rates were not unreasonable prior to October 
10, 1924. 

The complaint alleged the rates were in violation of the 
first four sections of the interstate commerce act, the fourth 
section departure alleged consisting of joint through rates in 
excess of the combinations based on Wells Siding, Nev., and 
other points in Nevada which the carriers said were no more 
than sidetracks in the desert and to and from which shipments 
of fruits and vegetables if made, were rare. The complainants 
asked for reparation on shipments made in 1922, 1923 and 1924, 
on which they paid freight charges amounting to $452,148. The 
reparation demanded, if calculated on the bases sought, would 
amount to $164,129. 

The points of orign are in what are known as groups 1 
and 2 in California, in which Los Angeles and San Francisco are 
typical points. The complainants contended that they were 
entitled to class C rates of 79 cents on citrus and deciduous 
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fruits, 56.5 cents on vegetables, other than potatoes and onions, 
and 46.5 cents on the excepted vegetables. 
The Commission decided upon an average of rates pre- 
scribed by it in Arizona Corporation Commission vs. Orizona 
astern, 147 I. C. C. 391, from San Francisco and Los Angeles 
for comparable distances to points in Arizona. 

Commissioner Woodlock, dissenting, said he could not con- 
cur in the majority finding that the rates here prescribed were 
reasonable maximum rates. 





WROUGHT PIPE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 19627, S. Bender Iron & Supply Co. vs. 
Santa Fe et al. and two sub-numbers, Same vs. Same, and Same 
ys. C. R. I. & P. et al., as to the rate on one carload of wrought 
jron pipe from Tulsa, Okla., to Shreveport, La. The Commis- 
sion, by division 4, found that one unrouted car was charged a 
rate that was unreasonable to the extent it exceeded 58 cents. 
The measuring was done in accordance with the rule for making 
reparation laid down in the Prairie Pipe Line case, 132 I. C. C. 
56 and 146 I. C. C. 149. Twenty-nine carloads were covered by 
the three complaints. The Commission found that one car, from 
Hominy Okla, was undercharged, the applicable rate being 61 
cents It directed the carriers to collect the undercharge The 
shipments moved from Tulsa, Turley, Drumright, Okmulgee, 
Denoya, Hominy, Wewoka and Mannford, Okla., to Tullos and 
Shreveport, La., and El Dorado, Smackover and Norphlet, Ark., 
in 1925 and 1926. Reparation was sought to the basis of the 
iron and steel pipe scale in the Memphis Southwestern Investi- 
gation. 


COAL FINDING REVERSED 


The Commission, in No. 19054, G. T. Treyz & Co. et al. vs. 
Baltimore & Ohio et al:, on further argument, has reversed the 
former finding, 146 I. C. C. 108, that the complainants were not 
entitled to reparation because the rates on coal were not un- 
reasonable in the past. The new finding is that the rates on 
bituminous coal from the Clearfield and Westmoreland districts 
in Pennsylvania and from points on the Monongahela in West 
Virginia to Trout Brook, Hortons, Cooks Falls, Roscoe, Liv- 
ingston Manor and Corbett, N. Y., and on steam sizes of 
anthracite from Mayfield, Pa., to the same destinations, except 
Corbett, were unreasonable in the past and that the complain- 
ants are entitled to reparation. 

In the former report the Commission was of the opinion 
that the readjustment ordered in this case was so closely related 
to the one ordered in International Paper Co. vs. B. R. & P., 
146 I. C. C. 59, that the rule, in respect of reparation when there 
was a general revision of rates, should be followed; that is, that 
reparation should not be given. Now the Commission finds that 
except to Oswego, N. Y., and several other nearby points on 
the Ontario & Western, none of the rates referred to in this 
report was affected by the rate changes required in the Inter- 
national Paper case or the general investigations, Anthracite 
Coal Investigation, 122 I. C. C. 527, and Eastern Bituminous Coal 
Investigation, 140 I C. C. 3, also mentioned in the first report. 

Reparation is to be made to the basis of a rate of $3.09 from 
the Clearfield district per gross ton, the Livingston Manor 
group rate, with rates from the other soft coal districts made 
by applying the present differentials, and a rate of $1.89 on 
the steam sizes of hard coal, the steam sizes to include No. 2 
buckwheat. ° 

Commissioner Eastman concurred in the result, but Com- 
missioner Taylor noted a dissent. Commissioner Campbell wrote 
the report. 


MAYBROOK GATEWAY CASE 

Acting upon the joint petition of the Central of New Jersey 
and the New Haven, the Commission, in a report written by 
Commissioner Campbell in No. 16721, Central Railroad Co. of 
New Jersey vs. New York, New Haven & Hartford et al. and 
I. and S. No. 3141, routing from points on the Central Railroad 
Co. of New Jersey to New England points, has brought that liti- 
gation to a conclusion. It has dismissed the formal complaint 
and discontinued the suspension proceedings. (Traffic World, 
March 2, p. 514.) This bringing to an end was upon reconsidera- 
yy the whole matter, treated in the original report, 122 I. C. 

In that report the Commission found, among other things, 
that the failure of the defendants to accord complainant like 
treatment with the Lehigh Valley and Pennsylvania in the mat- 
ter of joint rates via New York harbor, which compelled Cen- 
tral of New Jersey traffic to go into New England through the 
Maybrook gateway to the short-hauling of the Central of New 
Jersey, was discriminatory and unlawful. The traffic excluded 
from the New York harbor routes by the New Haven was that 
originating at or destined to points on the lines of the complain- 
ant and connecting carriers west of Allentown, Reading and 
Harrisburg, Pa., and west of and including Hagerstown, Md. 
No order was made, but the carriers were told to settle the 
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matter, which had been in controversy since long before the law 
allowed the Commission to deal with it, in accordance with the 
principle laid down in the report. While the case was in that 
status the Central of New Jersey filed tariffs providing for the 
carriage of anthracite coal over some of the theretofore pro- 
hibited routes. They were suspended in the suspension case 
covered by this report. Thereby the whole matter was placed 
before the Commission, the outcome of which has been a settle- 
ment by the carriers enabling them to join in a request for dis- 
continuance of the litigation. 


EGGS KANSAS TO FLORIDA 

In a‘report in No. 18821, Salina Chamber of Commerce 
et al. vs. Santa Fe, in which a number of large meat packing 
and provision companies intervened, the Commission, by divi- 
sion 4, found that the rate on eggs, carloads, from Salina, Kans., 
to Tampa, Fla., after September 8, 1924, was unreasonable and 
awarded reparation. It found that that rate was unreasonable 
to the extent it exceeded a combination of $1.71 to Jackson- 
ville, Fla., and 42.5 cents beyond. The Commission found that 
the present rates from Salina to Memphis, Tenn., and to points 
in southern territory were not unreasonable. 

The complaint was an attack upon the egg rates from Salina 
to southern territory, including Virginia, as unreasonable, un- 
justly discriminatory and particularly unduly prejudicial to 
Salina and unduly preferential of Topeka, Kans., and Kansas 
City, Mo. On the phase of undue prejudice to Salina and un- 
due preference of the other points mentioned the Commission 
found the rate from Salina to Memphis, Tenn., unduly preferen- 
tial of Kansas City to the extent it exceeds or may exceed, by 
more than 17 cents, the contemporaneous corresponding rate 
from Kansas City to Memphis. The undue prejudice is to be 
removed not later than May 31. 


C. & 0. CAR RENEWAL CASE 


The Commission, by division 4, in No. 21917, accounting 
for rebuilding freight cars by Chesapeake & Ohio Railway 
Company, has decided that the $1,697,527.47, spent by the car- 
rier on repairing or renewing freight cars since August 1, 1925, 
should have been accounted for in accordance with the require- 
ments of paragraph 9 of section 2 of the Commission’s general 
instructions governing the Classification of Investment in Road 
and Equipment, issue of 1914. The cost was taken into oper- 
ating expense account 314, “freight train cars—repair.” 

Question as to the correctness of that method of account- 
ing for the expenditure was raised by the Commission’s bureau 
of accounts because the cars were sent to car shops where 
the underframes and bodies were cut into scrap, the trucks 
repaired and new bodies and underframes supplied. The bureau 
of accounts claimed that when so much work as that was done 
the cars came within the definition of “property retired, by 
demolition or otherwise withdrawn from transportation service.” 

When the Commission, informally, upheld its bureau, the 
carrier asked for and was given a hearing, upon which this re- 
port is based. The Commission now says that nothing has been 
placed in the record, whch was a stipulation of facts, affording 
any ground for a change of the views expressed in support 
of the accounting bureau’s contention, hence the formal finding 
as before set forth. 


FLORIDA FERTILIZER MATERIALS 


Florida intrastate rates on fertilizer materials, in the opinion 
of the Commission, expressed in a report written by Com- 
missioner Eastman in No 20358, rates on fertilizer materials 
and articles taking the same rates within state of Florida, 
opinion No. 14201, 151 I. C. C. 602-9, do not offend sections 3 
and 13 of the interstate commerce act. The proceeding initiated 
in respect of them, upon petition of the carriers, therefore, has 
been discontinued. Commissioner McManamy noted a dissent. 
The carriers when they asked the Commission to institute the 
inquiry alleged that the Florida-made rates were unduly preju- 
dicial and caused unjust discrimination against interstate com- 
merce. 

In July, 1927, the Florida commission authorized the estab- 
lishment of rates on mixed fertilizers on the basis prescribed 
by the federal Commission in the General Fertilizer Case, 113 
I. C. C. 389, but retained the old basis on the fertilizer materials, 
hence the initiation of this case by the railroads. 

Commissioner Eastman said that the only interstate shipper 
interest represented at the hearing was the Savannah (Ga.) 
Traffic Bureau, the traffic manager of which, the report said, 
testified that shipments of both mixed fertilizers and materials 
were made from Savannah into Florida. But, said Mr. Eastman, 
the witness was unable to give particulars of any shipments. 
The report said there was no convincing evidence that shippers 
or localities in interstate commerce were unduly prejudiced by 
the rates in question. The rates, it said, were used by plants 
in the interior which mixed near the points of use and competed 
with plants at Jacksonville and Tampa. It said it was not. 
certain that if the intrastate rates were increased to the inter- 
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state level additional revenue would accrue to the carriers, for, 
according to the testimony, practically all shipments would be 
made from the ports and that probably the total charges would 
be no greater than those now collected. 

Concern of the respondents, the report said, was apparently 
not so much the losses in Florida alone as over the losses which 
would result if the same basis of rates were extended to intra- 
state movements of materials throughout southern territory, 
That, he said, might amount to $450,000 a year. He said the 
situation in Florida seemed to be peculiar to that state and that 
it was likely that if the same rates were prescribed in other 
states undue prejudice to interstate shippers and localities could 
more easily be shown. 


DEMURRAGE ON PRIVATE CARS 


In a report written by Commissioner McManamy, the Com- 
mission, on further argument, in No. 18965, Albert Lea Packing 
Co. vs. C. M. & St. P. et al., has affirmed original findings in 
140 I. C. C. 157, by division 1, that demurrage charges were 
applicable for the detention of private cars owned by the Wilson 
Car Lines while on complainant’s private tracks at Albert Lea, 
Minn., from and after the time they were placed for loading 
on orders from complainant, and that the demurrage rules 
assailed were not unreasonable. On petition of defendants the 
case was reopened for further argument. 

Complainant and the Wilson Car Lines are separate cor- 
porations that are controlled by Wilson & Co. The cars under 
consideration were principally refrigerator cars. The situation 
dealt with was summarized as follows: 


A track leading past the ice house is also used as a storage track 
and is kept filled with refrigerator cgrs for the use of the plant as 
needed. While on this track cars are first cleaned and then iced, after 
which such cars as complainant orders are switched to another 
track for loading. It often happens that the car which is first out 
on the ice house track is not suitable for the lading which is ready 
for shipment, in which event cars behind it are switched to the load- 
ing track and the first car is again returned to the ice house track 
for storage. Complainant contended that under rule 4 (b) no de- 
murrage accrued until the cars were placed on the loading track, 
while defendants contended that icing of the cars constituted an 
“appropriation” thereof under rule 6 D. We said that it was difficult 
to see how these cars could have been appropriated for loading when 
their position and condition were such that they could not be loaded. 
Our conclusion was in accord with complainant’s contention and re- 
jected that of defendants. 


Defendants urged on further argument that the decision 
that icing did not constitute an appropriation would disrupt 
the universal practice of assessing demurrage throughout the 
country. 

Commissioner McManamy said defendants seemed to think 
that the decision would apply to carried-owned as well as pri- 
vate cars, whether on railroad or private tracks. 

Complainant contended that an appropriation under rule 6 D 
must be for loading, while defendants contended that it included 
an appropriation for any purpose. 

“The latter,” said Commissioner McManamy, “suggest that 
an appropriation takes place whenever possession is taken of a 
car. It is difficult to reconcile this definition with the fact that 
complainant apparently came into possession of the cars as 
soon as they were placed in its plant. The tariff expressly 
recognized the right of complainant to store the cars until 
needed for loading without incurring any demurrage. Com- 
plainant cleans and ices the cars in preparation for loading, 
but it also has the privilege of ordering cars so prepared by the 
carriers. When the service is performed by the latter, com- 
plainant’s free time begins after the cars have been prepared 
and when they are placed for loading. The interpretation con- 
tended for by defendants would apparently discriminate against 
shippers such as complainant in favor of those who use cars 
cleaned and iced by the carriers. 

“Upon further argument we affirm the original findings of 
division 1. Those findings, however, are applicable only to the 
facts of this case, without passing upon other situations not here 
in issue.” 


MAGNESITE STUCCO QUESTIONS 


The Commission, in No. 17661, Badger Lumber & Coal 
Co. et al. vs. Santa Fe et al., and No. 18892, Aitkin Lumber 
Co. et al. vs. Same, had almost as much trouble defining mag- 
nesite stucco as the food and drugs authorities once had in 
making a definition to cover whisky. In these cases, the title 
case on reconsideration, it said the original report in the title 
case, 120 I. C. C. 590, should be reversed on one point. Upon 
the reconsideration in the title case and of the same point in 
the Aitkin case it found the rates on stucco applicable to mag- 
nesite stucco, consisting of a mechanical mixture of ground 
calcined magnesite and fillers, but that such rates were not 
applicable to mixed carloads of magnesite stucco and mag- 
nesium chloride or to mixed carloads of magnesite stucco, 
magnesium chloride and crushed rock. : 

In the original finding the Commission held that the in- 
gredients of magnesite stucco, even if in separate containers, 
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and crushed rock were entitled to the stucco rate. The hold 
ing was on the theory underlying rule 20 of the classification 
namely, that parts or pieces constituting a complete artic. 
shipped on the same bill of lading should take the rate = 
plicable to the complete article. Magnesium chloride b 4 
“stucco mix,” the latter composed of some of the ingredients 
of magnesite stucco, the Commission said, in this report, were 
not parts or pieces of the artificial stone known as stucgo, 

Originally, the report shows, the carriers established Tates 
on the only then known stucco, namely, a gypsum base cement 
or plaster. When stucco with a magnesium base was Offered 
for shipment it was not given the commodity rates applicable 
on stucco, but charged the higher class rates, from Points 
of origin in Illinois and Missouri to destinations in Kansas 
Missouri, Arkansas, Oklahoma, Iowa and Colorado. ; 

The class rates were found unreasonable for application 
on shipments made within two years from the time the com. 
plaint was filed and reparation was awarded. The complainant 
demanded reparation, under section 6, on shipments mage 
within three years on the theory that there were overcharges 
outstanding. The complainants were not satisfied with a denial 
of reparation under section 6. They obtained a reopening jn 
the title complaint. The Aitkin complaint was assigned for 
hearing, but no evidence submitted, as the parties agreed that 
the Badger case decision would be controlling. The Aitkin 
complaint alleged the class rates exacted on shipments to them 
at their places of business in Kansas, Missouri, Texas and 
Oklahoma from points in Illinois, Iowa and Missouri were jp. 
applicable, or, if applicable, they were unreasonable to the 
extent they exceeded the contemporaneous commodity rates 
on what was distinguished in this case as gypsum stucco. 

Gypsum stucco, shipped in dry form, will set by the addi. 
tion of water. Magnesite stucco requires the addition of 
water solution of magnesium chloride to make it set or harden, 
hence the shipments of the various: ingredients in separate 
packages, including the crushed rock and sand in some instances, 

As to shipments containing crushed rock the Commission 
said the rock was not an ingredient but a separate article and 
that the action of the defendants in collecting the class rates 
on such mixed shipments did not result in overcharges. It said 
that where dry magnesium chloride was mixed with the other 
ingredients, as was the fact in respect of one manufacturer’s 
shipments, then the stucco commodity rates were applicable. It 
also said that in cases of shipments of “neat stucco,” that is 
stucco from which sand was omitted but other fillers were in- 
cluded therein, the stucco rates were applicable. That finding, 
however, gives neat stucco the stucco rates only when sand is 
omitted but other fillers have’ been put into the concentrated 
product, other ingredients being asbestos fiber, cork and stone 
dust, known as special fillers. 

As to shipments within three years from the filing of the 
title case the Commission found that the complainants had re- 
ceived shipments of magnesite stucco as herein identified and 
that they were entitled to reparation measured by the difference 
between the applicable rates and those which were charged. A 
like finding was made in the Aitkin case and reparation awarded 
on shipments made or received in the three-year period. 

No orders were deemed necessary in these cases because 
rates have been established complying with the general ideas 
set forth in this report in the territory involved. The Commis- 
sion, however, said the carriers should give consideration to the 
correction of their tariffs so as to make them conform with the 
findings in this report where they are not in conformity with it. 


COMMISSION REPORTS 


No. 19167, French Battery & Carbon Co. vs. N. Y. C. et al. 
By division 4. Reparation of $479.09, with interest, awarded 
on finding any-quantity rate charged on carload shipments zinc 
battery shells, Claremont Park, N. Y., to Madison, Wis., Ul 
reasonable. Charges collected unreasonable to extent they 
exceeded those which would have accrued at fourth-class rate 
of 82.5 cents, subject to minimum of 30,000 pounds. : 

No. 20081, Vail Co. vs. Southern Pacific et al. By division 
3. Complainant dismissed on finding not unreasonable rates on 
sheep, single-deck carloads, various points in Nevada to Sham- 
rock and Calipatria, Calif. 

No. 20265, Gateway Hay Co. et al. vs. M. & N. A. et al. 
By division 3. Upon reconsideration, findings in former report, 
148 I. C. C. 337, that rates on grain, grain products, hay, seeds, 
and articles taking same rates, carloads, points in Oklahoma to 
destinations in Arkansas on M. & N. A., were and are unreasol- 
able to extent they exceeded or exceed rates based on distance 
scale prescribed in Oklahoma Corporation Commission Vs. A. 
R. R., 80 I. C. C. 607, called 13406 scale, plus differentials of 44 
per cent to accrue to M. & N. A. for those portions of hauls pét- 
formed by it, affirmed. M. & N. A. sought differential of 5 
cents over the 13406 scale to all destinations on its line in 
Arkansas instead of differentials of 44 per cent as prescribed. 

No. 20395, Pacific Cottonseed Products Corporation et al. v5. 
Inter-California et al. By division 3. Complaint dismissed 00 
finding rate on cottonseed, Calexico, Calif., to Potash, Calif, 
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over route through Mexico, not unreasonable. Complainant not 
shown to have been damaged by alleged undue prejudice. Con- 
tention of defendants that Commission lacked jurisdiction be- 
cause part of haul was through foreign country held unsound 
as reparation was only relief sought. International Nickel Co. 
ys. Director General, 66 I. C. C. 627, and subsequent cases, 
referred to in this connection. 

No. 20896, W. W. Wilson Stave Co. vs. Central of New Jersey 
et al. By division 4. Reparation of $163.71, with interest, 
awarded on finding rates on oak staves, North Little Rock, Ark., 
to Bayonne, N. J., unreasonable to extent they exceeded 49 cents. 

No. 20770, F. J. Coolidge & Sons vs. A. C. L. et al. By 
division 3. Complaint dismissed on finding rates on plate glass 
and polished wire glass, Washington, Pa., Saginaw, Mich., and 
Toledo, O., to Sanford, Fla., not unreasonable or unduly preju- 

icial. 

- No. 20768, Wallace Pencil Co. vs. C. B. & Q. et al. By 
division 3. Rates on cedar pencil slats, Murfreesboro and 
Lewisburg, Tenn., to St. Louis, Mo., unreasonable, past, present 
and future, to extent they exceeded, exceed or may exceed 33 
cents from Murfreesboro and 32.5 cents from Lewisburg. Com- 
plainant entitled to reparation. Rates for future effective on 
or before May 31. 

No. 20711, Crane Co. vs. C. & O. et al., embracing also por- 
tions Fourth-section applications No. 1548, 1573, 1747 and 4966. 
By division 3. Complaint dismissed on finding not unreasonable 
or violative of section 4 of act rate on cast iron pipe and fittings, 
Anniston, Ala., to Lee Hall, Va. Fourth-section applications for 
authority to maintain lower rate on commodities named from 
Anniston to Newport than to intermediate points denied. 

No. 20667, County of Allegheny vs. N. Y. C. et al. By 
division 3. Complaint dismissed on finding not unreasonable 
or unduly prejudicial rate on sand, Sandusky, O., to points in 
Pennsylvania grouped with Pittsburgh. 

No. 20614, Atlantic Paper & Pulp Corporation vs. Savannah 
& Atlanta et al. By division 3. Rate assailed on wood pulp that 
moved directly from Port Wentworth, Ga., to Pepperell, Mass., 
unreasonable to extent it exceeded 31.8 cents; combination rate 
assailed on wood pulp that moved prior to December 18, 1917, 
Port Wentworth to Boston, and there reconsigned to Pepperell, 
unreasonable to extent component joint-rate factor to Boston 
exceeded 31.8 cents; rate charged for movement to Boston on 
seven shipments that moved on December 18, 19 and 20, 1917, to 
Boston and there reconsigned to Peppe:ell inapplicable and ap- 


- plicable rate as to those shipments to Roston was 31.8 cents. 


Reparation of $5,368.66, with interest, awarded. 

No. 21005, Bond & Nohl Co. vs. Santa Fe et al. By division 
2. Rate on salt, Hutchinson, Kan., to Espanola, N. M., unreason- 
able, past, present and future, to extent it exceeded, exceeds or 
may exceed 40 cents. Complainant entitled to reparation. Rate 
for future effective on or before May 10. 

No. 20932, South Georgia Traffic Bureau for A. C. Tift vs. 
A. B. & C. et al. By division 5. Complaint dismissed on finding 
not unreasonable or unduly prejudicial rates on portable oil 
tanks, with wheels, and steel oil tanks, U. S. standard gauge No. 
16, both with pumps attached, Rochester, Pa., to Tifton, Ga. 


No. 21014, Connell & Laub vs. B. & O. et al. By division 3. 
Complainants entitled to reparation on finding inapplicable rates 
on crushed stone, moving interstate, Martinsburg and Kearneys- 
ville, W. Va., to Erwin, W. Va., and Offuts, Md., and that ap- 
Plicable rates on interstate traffic moving from both points of 
origin were $1.60 to Erwin and $1.35 to Offuts. 

No. 21004, Wimberly & Thomas Hardware Co. vs. Pennsyl- 
vania et al. By division 4. Complaint dismissed on finding not 
unreasonable rate on iron stove pipe and stove pipe elbows, 
mixed carloads, Dover, O., to Birmingham, Ala. 

No. 21193, E. C. Atkins & Co., Inc., vs. Illinois Central et al. 
By division 2. Complaint dismissed on finding applicable charges 
on shipment shopworn and damaged logging tools, Memphis, 
Tenn., to Evart, Mich., not unreasonable. Overcharge of $4.50 
should be promptly refunded. Commissioner Campbell dissented. 

No. 16808, Union Smelting & Refining Co. et al. vs. Penn- 
sylvania et al. By division 3. Complaint dismissed, rates on 
zinc plates and sheets, carloads, Norfolk, Port Norfolk, and 
Portsmouth, Va., to destinations in Kentucky, West Virginia, 
Ohio, Pennsylvania and Michigan, not unreasonable or other- 
Wise unlawful. ; 

No. 21176, A. P. Brewer Lumber Co. vs. St. Louis-San 
Francisco et al. By division 4. Rate on lumber, Fort Towson, 
Okla. to Omaha, Neb., in 1927, inapplicable. Applicable rate 
44.5 cents. Reparation of $21.04, with interest, awarded. Com- 
missioner Woodlock concurred for reasons set forth in Wausau 
Southern Lumber Co., 142 I. C. C. 521. 

No. 20582, Fords Porcelain Works, Inc., vs. B. & O. et al. 
By division 3. Complaint dismissed, rate on clay, Hickory, 
Ky., to Perth Amboy, N. J., not unreasonable or in violation 
of the aggregates of intermediates part of section 4. 

No. 20966, B. Mifflin Hood Brick Co. vs. Central of Georgia 
et al. By division 4. Rate on face brick, Gordon, Ga., to Beau- 
mont, Tex., unreasonable to the extent it exceeded 27.5 cents. 
Reparation amounting to $296.84, with interest, awarded. 
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No. 21084, Anna Stone Co. vs. N. C. & St. L. et al. By 
division 4. Shipments of broken stone, Anna, Ill, to McKenzie 
and Huntingdon, Tenn., overcharged. Applicable rates, under 
Sligo rule, $1.38 and $1.49 per net ton. Reparation awarded. 
Commission Woodlock noted concurrence because the decision 
was consistent with many decisions subsequent to the Sligo 
case. 

No. 21170, National Cottonseed Products Corporation et al. 
vs. St. Louis-San Francisco. By division 4. Rates on cotton 
seed, points in Arkansas and Missouri to Memphis, Tenn., un- 
reasonable to the extent they exceeded, from points on the 
Jonesboro, Lake City & Eastern, now absorbed by the St. Louis- 
San Francisco, the southwestern lines’ single-line cottonseed 
scale, plus 2.cents bridge toll. Reparation awarded. 

No. 20592, Rio Grande Oil Co. vs. Santa Fe et al. By di- 
vision 3. Rates on sulphuric acid, in iron or steel barrels or 
drums, carloads, Los Angeles, Calif., to Phoenix, Ariz., unreason- 
able to the extent they exceeded or may exceed 41 cents. Rep- 
— awarded. New rate to be made effective not later than 
May 31. ‘ 

No. 21150, Walter-Wallingford & Co. vs. Central of Georgia. 
By division 4. Carload rate on pipe and flues (scrap iron), 
Montgomery, Ala., to Birmingham, Ala., over an interstate route, 
unreasonable to the extent it exceeded $1.02 per net ton. Rep- 
aration of $32.55, with interest, ordered. 

No. 21109, Perrine-Armstrong Co. vs. Pennsylvania. By 
division 4. Case dismissed, rate on lumber, Matthews, Ind., 
to Greenville Pier, N. J., not unreasonable or otherwise un- 
lawful. 

No. 18936, Culbertson Brothers Co. vs. Chicago Great 
Western et al., and two sub-numbers thereunder, Gage Baldwin 
Co. vs. C. M. & St. P. et al., and Culbertson Brothers Co. vs. 
Cc. R. I. & P. et al. By division 1. Complaints dismissed, rates 
on strawberries, grapes and pears, from points in Missouri to 
Duluth, Minn., not unreasonable. 

No. 21092, W. M. Smith & Co. vs. Florida East Coast et al. 
By division 4. Complaint dismissed, rates assessed on scrap 
iron, South Jacksonville, Fla., to Birmingham, applicable and 
not unreasonable. 

No. 18403, San Angelo Cotton Oil Co. et al. vs. Arizona 
Eastern et al. By Commission. On reconsideration, finding in 
former report, 144 I. C. C. 10, that the rate on cottonseed, 
Safford, Ariz., to San Angelo, Tex., was not unreasonable, 
reversed, and complainants found entitled to reparation to basis 
of rate of 50 cents, minimum 40,000 pounds, on shipments 
delivered on and after May 12, 1924. 


No. 19398, Traffic Bureau-Chamber of Commerce, Lynch- 
burg, Va. vs. N. & W. et al. By division 4. Charges collected 
on k. d. freight wagon, Lynchburg, Va., to West Point, Miss., 
inapplicable and should have been assessed on basis of one-and- 
one-fourth times the first-class rate, or $2.25 per 100 pounds, 
applied to the actual weight. Order entered directing refund 
of overcharge of $4.16 to Chandler-Walker Mercantile Co., and 
that a classification rating be established for future shipments 
on basis not higher than one-and-one-fourth times first class, 
on or before May 31. 

No. 20738, Blair Lumber Co. et al. vs. Seaboard Air Line et 
al. By division 3. Rates on lumber, Midway, Fla., to Chatta- 
nooga, Tenn., unreasonable, past, present and future, to the 
extent they exceeded, exceed or may exceed 20 cents. Repara- 
tion. Order for future effective on or before May 31. 


No. 20660, Okmulgee Furniture Co. vs. Fort Smith & West- 
ern et al. By division 4. Complainant entitled to reparation 
on finding carload rate on furniture, Fort Smith, Ark., to Ok- 
mulgee, Okla., unreasonable to the extent it exceeded 52 cents. 

No. 19904, Joseph Davis Co. vs. M.-K.-T. of Texas et al. By 
division 4. Reparation of $134.64, with interest, awarded on 
finding rate on wrought-iron pipe, Bryant, Okla., to Navarro, 
Tex., unreasonable to extent it exceeded 51 cents. No finding 
for future as rates are in issue in reopened Southwestern re- 
vision. 

No. 20594, Reed-Dawson Co. vs. Florida East Coast. By 
division 2. Complaint dismissed on finding applicable demur- 
rage charges assessed at New Smyrna, Fla., on 62 carloads of 
slag shipped from Birmingham, Ala. 

No. 20348, Washington Paper Co. et al. vs. B. & O. By 
division 4. Complainants entitled to reparation on finding rates 
on paper cups, carloads and less than carloads, Chicago, IIl., 
New York and Brooklyn, N. Y., to Washington, D. C., unreason- 
able to extent they exceeded rates of second class in less than 
carloads and fourth class in carloads, minimum 24,000 pounds, 
subject to rule 34 of the classification. 

No. 20299, Taylor-Lockwood Co. vs. C. C. C. & St. L. et al. 
By division 3. Complaint dismissed on finding not unreason- 
able or otherwise unlawful rate on less-than-carload shipments 
of wool shoddy, Cleveland, O., to Sweetwater, Tenn. 

No. 20250, Shearman Concrete Pipe Co. vs. T. & N. O. et al. 
By division 4. Complainant entitled to reparation on finding 
unreasonable rates on concrete sewer pipe, Dallas, Tex., to 
Lake Charles, La., to extent they exceeded the class E rates 
prescribed in the Southwestern revision for the actual distances 
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ofer the routes of movement traversed herein, and for the 
present and future unreasonable to the extent that they exceed 
or may exceed the contemporaneous class E rates prescribed in 
the Southwestern revision in the manner therein recited. No 
order for future necessary, as rates found reasonable were 
established July 14, 1928, which will cure any undue prejudice 
that may have existed prior thereto. Commissioner Woodlock 
dissented for reasons expressed in dissent in Shearman Con- 
crete Pipe Co. vs. St. L. S. W., 146 I. C. C. 534. 

No. 20041, Florida Power & Light Co. et al. vs. A. C. L. et 
al., embracing also No. 21000, General Engineering & Manage- 
ment Corporation vs. Florida Central & Gulf et al. By division 
2. Florida Public Service Co., Phoenix Utility Co. and General 
Engineering & Management Corporation entitled to reparation 
on finding inapplicable rates charged south of Jacksonville, Fla., 
on interstate carload shipments of electrical appliances to desti- 
nations in Florida, except transformers and compensators, and 
that class N rates were applicable. 


No. 20714, Missouri Gravel Co. vs. C. B. & Q. By division 4. 
Carload rate on sand and gravel, Louisiana, Mo., to Quincy, IIl., 
is and for future will be unreasonable to extent it exceeds or 
may exceed 88 cents, which rate will remove any undue preju- 
dice which may exist. Order for future effective on or before 
May 31. Commissioner Eastman dissented. 


No. 20756, H. B. Glover Co. vs. C. M. & St. P. et al. By 
division 4. Complainant entitled to reparation on finding rate 
on woolen cloth, less than carloads, Eureka, Cal., to Dubuque, 
Ia., unreasonable and unduly prejudicial to extent it exceeded 
the rate of $3.75 contemporaneously maintained from the coast 
group to Dubuque. 

No. 20831, F. S. Murphy Lumber Co. vs. D. & R. G. W. et al. 
By division 4. Complaint dismissed on finding applicable rate 
charged on carload lumber, Quincy, Cal., to Lexington, Ky. 

No. 20847, T. B. McGahey vs. Southern et al. By division 4. 
Complainant entitled to reparation on finding inapplicable rate 
on ground limestone, Mascot, Tenn., to Miami, Fla. Applicable 
rate, $4.65. Commissioner Woodlock concurred solely because 
decision consistent in principle with many decisions subsequent 
to Sligo Iron Store Company cases, 62 I. C. C. 643; 73 I. C. 
C. 561. 

No. 19102, Roodin & Co. vs. Pere Marquette et al. By divi- 
sion 4. Carload rates on steel turnings and scrap iron, Allegan, 
Holland and Muskegon, Mich., to destinations in Ohio, Penn- 
sylvania and West Virginia not unreasonable. Failure of de- 
fendants promptly to transmit and comply with reconsignment 
instructions found to have damaged complainant in amount of 
difference between charges collected and those that would have 
accrued at a joint rate of $5.40 applicable from Allegan to 
Weirton, W. Va., plus a reconsigning charge of $2.70. Repara- 
tion. Commissioner Woodlock dissented. 


No. 18863, James S. Bussey, Jr., Trustee, vs. A. C. L. et al. 
By the Commission. On reconsideration finding in former re- 
port, 144 I. C. C. 117, that rates on agricultural insecticide, 
known as Hills mixture, Wheless, Ga., to certain destinations 
in Arkansas, Texas and Oklahoma, were not unreasonable, re- 
versed. Rates assailed now found unreasonable to extent they 
exceeded the fifth-class rates established in compliance with 
Southwestern revision from and to the respective points of 
origin and destination. Complainant entitled to reparation. 


No. 21040, Thomas H. Fee et al. vs. Santa Fe et al. By 
division 4. Rates on potatoes and onions without tops, straight 
or mixed carloads, points in Colorado to destinations in New 
Mexico not unreasonable prior to July 14, 1928, but on and after 
that date the rates assailed were, and the present rates are 
and for the future will be unreasonable to the extent that they 
exceeded, exceed, or may exceed the following rates: On po- 
tatoes, in straight carloads, 73 cents per 100 pounds from the 
Greeley and San Luis Valley districts, except from Center, and 
from Center, 3 cents higher, and from Olathe 6 cents higher, 
than the rates contemporaneously in effect from trunk-line 
points in the Greeley and San Luis Valley districts; on onions 
without tops, in straight carloads or in mixed carloads with 
potatoes, 80 cents per 100 pounds from the Greeley and San 
Luis Valley district, except from Center, and from Center 3.5 
cents higher, and from Olathe, 6.5 cents higher, than the rates 
contemporaneously in effect from trunk-line points in the Gree- 
ley and San Luis Valley districts. Reparation. Order for fu- 
ture effective on or before May 31. 


No. 19867, Manly Construction Company vs. C. C. C. & St. 
L. et al., embracing also No. 19870, Brown Hauling & Rigging 
Company, Inc., vs. A. C. L. et al. By division 2. Rates charged 
on locomotive cranes, Champaign, Ill., to Umatilla, Fla., and 
from Elyria, O., to Tampa, Fla., inapplicable. Class N rates ap- 
plicable beyond Jacksonville, Fla. Complainant in No. 19867 
awarded reparation of $120.24, with interest, and complainant 
in No. 19870, of $68.50, with interest. 

No. 19472, City of Lakeland, Fla., vs. A. C. L. et al. By 
division 2. Reparation of $68.60, with interest, awarded on find- 
ing inapplicable rate on one steam road roller, Springfield, O., 
to Lakeland, Fla. Class N rate applicable. 

No. 20157, Abeles & Taussig Lumber & Tie Company vs. 
D. & T. S. L. By division 4. Complaint dismissed on finding 
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applicable demurrage charges collected for detention at Detroit 
Mich., carload of lumber originating at Pine Apple, Ala, ‘ 

No. 20609, Newsom & McLeod vs. Florida East Coast et a 
By division 3. Reparation of $444.86, with interest, awardeq on 
finding inapplicable rates charged on potatoes, Boston, Mags, tg 
Miami, Fla., that applicable rate was unreasonable to extent 
that the applicable class factor of 79 cents from Jacksonville to 
Miami exceeded 40 cents, minimum 30,000 pounds. 


OPERATIONS OF ILLINOIS LINES 


“The record shows that both the railroads are in graye 
danger of abandonment unless they are rehabilitated, improved 
and properly equipped,” said the Commission, by division 4, in 
its report and order in Finance Nos. 6951 and 7015, in which it 
authorized the Chicago, Springfield & St. Louis Railway Com. 
pany to acquire and operate the line of the Jacksonville ¢ 
Havana Railroad in Morgan, Cass and Mason counties, Illinois 
to operate under trackage rights over the Burlington between 
Waverly and Jacksonville in Morgan counnty, Illinois, and to 
issue securities as heretofore outlined in the memorandum ap. 
nouncement of the Commission. (See Traffic World, March 16, 
under “Uncontested Finance Cases.”) 

“The present physical condition of both roads is such that 
each is seriously handicapped in its operations.” 

Acquisition by the C. S. & St. L. of the J. & H. and opera. 
tion over the Burlington will give the applicant, according to 
the report, connection with the Illinois Central, and the Chicago 
& Illinois Midland at Havana, the Baltimore & Ohio at Virginia, 
Ill., and the Burlington, Chicago & Alton and Wabash at Jack. 
sonville. 

“The applicant now has connection with these railroads, 
but in interchanging traffic with them operates through ter. 
minals at Springfield,” said the Commission. “The testimony 
is that this is a very expensive operation, and, together with 
a heavy grade on the main line of the Chicago, Peoria & St. 
Louis at Petersburg, Ill., north of Springfield, was a strongly 
contributing cause of the unprofitable operation of that com- 
pany. The heavy grade mentioned is now on the line of the 
Chicago & Illinois Midland. 

“With the lines of the applicant and the J. & H. combined 
and connected up by trackage rights over the Burlington from 
Waverly to Jacksonville, the applicant upon completion of its 
program of rehabilitation and improvements will be able to 
handle traffic as intermediate carrier between its’ connection 


‘with the Alton & Eastern at Lock Haven and its connection 


with the Chicago & Illinois Midland at Havana. It will also 
be able to interchange traffic with the Chicago & Alton, the 
Wabash, and the Burlington via the J. & H., leaving only traffic 
with the Baltimore & Ohio and the Illinois Central to be han- 
dled through Springfield. It is stated that traffic can be inter. 
changed with the two carriers last mentioned without incurring 
heavy rentals for trackage. Interchange traffic with connec: 
tions via the J. & H. will give the applicant a longer haul and 
enable it to make full use of the Havana gateway.” 

The evidence indicated, said the report, that the applicant 
expected to handle considerable traffic in connection with the 
Alton & Eastern and the Chicago & Illinois Midland. 

“According to the applicant’s estimates operation of the 
combined properties after rehabilitation and improvement 
should show annually the following results: Railway operating 
revenues, $682,000; railway operating expenses, $557,000; net 
revenue from railway operations, $125,000, and net railway op- 
erating income, $124,712,” said the Commission. 

The Commission said the action taken by it was without 
prejudice to such further action and to the entry of such fur 
ther orders by it with respect to the application of the pro 
ceeds of the stock heretofore issued by the applicant and the 
J. & H. and the accounting in connection therewith as the 
facts might warrant. It said the amounts expended for orgal- 
ization purposes appeared to be excessive and that the issue 
of additional securities, or the use of the proceeds thereof for 
such purposes, did not appear to be justified. 

“The past history of these properties,” said the Commis. 
sion, “is a matter of public record. We are assured that unless 
what is here proposed will be authorized, operation must cease. 
We are willing to acquiesce in the arrangement proposed solely 
because they seem to offer the only opportunity to preserve the 
properties in public service.” 


Cc. & O. SECURITIES 
The Commission has granted the application of the Chesa 
peake & Ohio, in Finance No. 7236, for modification of the order 
in that proceeding so as to permit the C. & O. to use $8,073, 
023.27 of proceeds of bonds authorized in the proceeding to pay 
promissory notes payable to the order of the Director General 
of Railroads or of the Secretary of the Treasury. 





MOUNT CARMEL ACQUISITION 
The Reading having reduced the allowance on anthracite 
coal to be paid to a Mount Carmel Railroad, from 12 to 8 cents 
per gross ton, the Commission, by division 4, in Finance No. 
6974, proposed acquisition of control of Mount Carmel R. R. C0. 
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py Reading Co., upon further consideration, has authorized the 
Reading to acquire control of the Mount Carmel by lease of its 
properties. The prior report, 150 I. C. C. 169, denied the appli- 
cation on the ground that the allowance of 12 cents a ton on 
anthracite, as rental, was excessive and that such portion as 
exceeded a fair return upon the value, for rate-making purposes, 
of the properties of the Mount Carmel, would constitute a con- 
cession or rebate to the only shipper on the line, Colonial Col- 
lieries Co., to which the income would flow by virtue of its con- 
trol of the Mount Carmel. 

The line to be acquired is 5.86 miles long and serves two 
preakers of the proprietary interest. The lease proposing an 
allowance of 12 cents per gross ton was to take the place of 
one that expired in 1927. In this supplemental report the Com- 
mission found that the terms and conditions of the lease and 
the consideration to be paid thereunder were just and reasonable. 


°C. & N. W. LINDQUIST ABANDONMENT 


The Chicago & North Western has been authorized by the 
Commission, division 4, in Finance No. 7135, to abandon its 
Lindquist line in Oconto and Langlade counties, Wis., extend- 
ing from Bonita to a point on the Langlade-Oconto county line, 
a distance of about 15 miles. 

In response to a request from the applicant, the Commission 
provided that its certificate should take effect as to the westerly 
part of the line between Camp 19 Spur and the west end of 
the line from and after 30 days after March 11, and as to the 
easterly part of the line between Camp 19 Spur and Bonita, on 
and after September 30, 1930. 

The town of Armstrong, Wis., objected to the granting of 
the application. The Wisconsin commission recommended that 
the application be granted. The Lindquist line was constructed 
in 1914 and 1915 for the transportation of logs and other forest 
products. 


MIDLAND VALLEY ACQUISITION 

The Commission, by division 4, in Finance No. 7312, ac- 
quisition of line by Midland Valley, has authorized the carrier 
named to acquire the properties, rights and franchises of the 
Wichita & Midland Valley, in Cowley, Sumner and Sedgwick 
counties, Kansas. The applicant owns all the stock and bonds 
of the Wichita & Mildand Valley. The object is to unify the 
two properties and when the operation has been completed, the 


_ applicant, according to. the report, will take steps to dissolve 


the Wichita corporation. 

Commissioner Eastman concurred in this disposition of 
the matter because, he said, the transaction seemed to be con- 
trolled by the decision of the entire Commission in Acquisition 
by Pittsburgh & West Virginia, 150 I. C. C. 81, a decision with 
which he said he did not agree. 


ROCK ISLAND ABANDONMENT 


The Commission, by division 4, in Finance No. 6926, pro- 
posed abandonment by the Rock Island, has authorized the 
applicant to abandon part of its line from Wallace to Edgerton 
Junction, in Buchanan and Platte counties, Missouri. It has 
denied permission, without prejudice, to abandon that part of 
that line between Rushville and Wallace. The line proposed 
to be abandoned is known as the Rushville branch, about 25 
miles long. That part between Rushville and Wallace was re- 
ferred in the report as the DeKalb segment and the other part 
as the Dearborn segment. The part of the line that is not 
to be abandoned will be operated for a year so as to make a 
more accurate appraisal of the situation possible. The Mis- 
souri commission recommended grant as to the Dearborn seg- 
ment and denial as to the DeKalb segment. 


E. P. & S. W. ABANDONMENT 


Abandonment of about 82 miles of track between Hermanas 
and Deming, Luna county, New Mexico, by the El Paso & South- 
western, has been authorized by the Commission, division 4, 
in Finance No. 6995, abandonment of line by El Paso & South- 
western et al. The Commission has also authorized the South- 
ern Pacific, the owner of El Paso & Southwestern stock and 
lessee of its physical property, to abandon the operation of the 
track in question. The Hermanas branch, the name of the part 
of the line to be abandoned, was built in 1901 to connect the 
El Paso & Southwestern and the Santa Fe. It was built to 
enable the Phelps Dodge Corporation to haul coal and coke to 
its smelter at Douglas, Ariz. It is no longer needed for that 


— as the corporation acquired a railroad of its own in 


FINANCE APPLICATIONS 


Finance No. 7492. Chicago, Milwaukee, St. Paul & Pacific Rail- 
Por Co. asks authority to abandon about 6 miles of line from Spring- 
eld to Running Water, S. D. 
c Finance No. 7493. Joint petition of York & Warwick Telephone 
arPoration and Chesapeake & Potomac Telephone Co. of Virginia for 
Pproval of purchase by latter of property of former in Virginia. 
t Einance No. 7494. Michigan Central Railroad Co. asks authority 
0 issue $7,634,000 of refunding and improvement mortgage bonds, 4% 
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per cent interest, to retire and refund a like amount of gold deben- 
tures of 1909, due April 1, 1929, arid to sell them at a net price of 
not less than 96 per cent of par. 

Finance No. 7495. Nevada, California & Oregon Telegraph & 
Telephone Co. asks authority to transfer its telephone properties and 
business to Public Utilities California Corporation and latter asks 
authority to acquire the properties. 

Finance No. 7496. Kansas City, Mexico & Orient Railway Com- 
pany of Texas asks authority to construct a line from San Angelo to 
Sonora, Tex., a distance of about 65 miles, to serve territory now 
without transportation service. Funds for construction will be bor- 
rowed by applicant from the Santa Fe. 

Finance No. 7497. Panhandle & Santa Fe Railway Co. asks au- 
thority to extend its operations over that part of the Kansas City, 
Mexico & Orient from the Texas-Oklahoma state line to Altus, Okla., 
a distance of about 13 miles. Applicant seeks authority to operate 
for the account of the A. T. & S. F. the line in question. 

2 Finance’ No. 7491. Joint petition New Jersey Bell Telephone Co. 
and Hammonton Telephone & Telegraph Co. for approval of acquisi- 
tion by former of property of latter in and around Hammonton, N. J. 

Finance No. 7349. Supplemental application of Genesee & Wy- 
oming Railroad Co. for authority to issue a note for $400,000 to Marine 
Trust Co. of Buffalo and to pledge a like amount of 5 per cent first 
mortgage gold bonds as collateral therefor. 

Finance No. 2735, Sub. No. 2. J. J. Bernet, president of the Erie, 
asks authority to serve as a director of Railway Express Agency, 
a ey addition to the positions he has been heretofore authorized 
o hold. 

Finance No. 7106. Supplemental application of Pittsburgh & West 
Virginia Railway Co. for supplemental order authorizing and approv- 
ing the issuance and sale of $3,000,000 of 4%4 per cent series B bonds 
to Brown Brothers & Co., at 93% per cent of the principal amount 
thereof and accrued interest, to provide additional funds for proper 
prosecution of the construction of applicant’s Connellsville extension 
in Pennsylvania. 

Finance No. 7498. Panhandle & Santa Fe Railway Co. asks au- 
thority to acquire control by lease of the Kansas City, Mexico & 
Orient of Texas, the total mileage of which is 465.75, and the prin- 
cipal termini, the Oklahoma-Texas state line and Alpine, Tex. Both 
lines are controlled either directly or indirectly through stock own- 
ership by the Atchison, Topeka & Santa Fe. 

Finance No. 7499. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to acquire control by lease of the Kansas City, Mexico 
& Orient Railway Co. Applicant has already acquired control of 
the Orient by purchase of stock. 

Finance No. 7501. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to abandon that portion of its line from Bab- 
cock to Norway, Wis., a distance of about 15 miles. 

Finance No. 7489. New York, Chicago & St. Louis Railroad Co. 
asks authority to acquire part and to operate all of the railroad tracks 
heretofore operated by the Elwood, Anderson & Lapelle Railroad Co., 
in Elwood, Ind., including about a mile and a half of main tracks and 
about 3% miles of side track. Tracks now are or were until recently 
owned by American Sheet & Tin Plate Co. 

Finance No. 7490. Buffalo, Rochester & Pittsburg Railway Co. 
asks authority to acquire control of the railroad and property of the 
Reynoldsville & Falls Creek Railroad Co., by lease. The line to be 
acquired includes about 10 miles of main line and about 2 miles of 
branch line. Principal termini, Falls Creek and Soldier Run, Pa. 
Applicant says abandonment of line is probable if present operation 
is continued and that acquisition by it will insure operation as long 
as volume of traffic justifies. 

Finance No. 7500. San Luis Valley Southern Railway Co. asks 
authority to issue its 25-year 6 per cent gold income bonds to the 
aggregate amount of $300,000, the amount of bonds to be actually 
issued under this application to be $282,200, of which bonds to amount 
of $227,200 will be used for building extension 18 miles to a point near 
Questa, N. M., and to issue all the company’s stock not heretofore is- 
sued, 15,545 shares, to be used or sold and the proceeds used for 
paying balance of cost of construction of extension. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7399, authorizing the Los 
Angeles & Salt Lake Railroad Co. to abandon part of its Pasadena 
branch in Los Angeles county, Calif., which extend from Mile Post 
11.87 in a generally northerly direction to the end of the track at 
Mile Post 13.28, a distance .of 1.41 miles, approved. 

Report and certificate in F. D. No. 7432, authorizing the acquisi- 
tion by the Michigan Bell Telephone Co. of the properties of the Leslie 
Home Telephone Co., approved. 


COMMISSION ORDERS 


No. 21373, Commonwealth of Kentucky et al. vs. Ahnapee 
& Western et al. The Chicago Association of Commerce, Chi- 
cago Shippers’ Conference Association and Southwestern Port- 
land Cement Co. permitted to intervene. 


No. 16462, Georgia Peach Growers’ Exchange et al. vs. Ala- 
bama Great Southern et al. Petition filed by F. L. Speiden, 
agent, for modification of order entered herein on January 7, 
1929, so as to authorize the establishment of rates from certain 
points in Georgia on one day’s notice denied. 

No. 15977, Kansas City Refining Co. vs. Missouri Pacific. 
Complaint dismissed upon complainant’s agreement to same. 

No. 16190, Texas Co. vs. Abilene & Southern et al. Com- 
plaint dismissed upon motion of complainant requesting same 
without prejudice. 

No. 16720, Emery, Bird, Thayer Dry Goods Co. vs. Santa Fe 
et al. Complaint dismissed, no good cause to the contrary hav- 
ing been shown on or before March 1, 1929. 

No. 18952, A. D. Adair & McCarty Bros., Inc., vs. Southern 
et al. Complaint dismissed, no good cause to the contrary hav- 
ing been shown on or before May 20, 1928. 

No. 21751, Campbell Coal Co. vs. Southern. Complaint dis- 
missed, same having been satisfied. 

No. 18939, Woodbridge Lumber Co. vs. Atlantic Coast Line 
et al. Complaint dismissed, no good cause to the contrary hav- 
ing been shown on or before February 5, 1929. 

No. 19189, Publicker Commercial Alcohol Co. et al. vs. Balti- 
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more & Ohio et al. Complaint dismissed, upon complainant’s 
request that same be withdrawn. 

Upon complainants’ request, the Commission has dismissed 
the complaints in No. 18150, North American Cement Corpora- 
tion vs. Akron & Barberton Belt Railroad et al.; No. 18394, 
Louisville Board of Trade vs. Baltimore & Ohio Chicago Ter- 
minal et al.; No. 18546, United Hide & Fur Co. vs. Baltimore 
& Ohio et al.; No. 19129 (and Sub. 1), Jackson Traffic Bureau 
vs. Chicago & North Western et al.; No. 20647, State of Idaho, 
ex rel. Public Utilities Commission of Idaho vs. Oregon Short 
Line et al.; No. 21353, Feyen Construction Co. vs. Chicago, St. 
Paul, Minneapolis & Omaha; No. 21357, Light Publishing Co. 
vs. Galveston, Harrisburg & San Antonio et al.; No. 21403, 
Marion M. Carnes, Olathe, Kan., vs. St. Louis-San Francisco; 
No. 21405, Virginia State Horticultural Society et al. vs. Akron 
& Barberton Belt et al.; No. 21413, I. E. Lozano vs. Galveston, 
Harrisburg & San Antonio et al.; No. 21432, Colorado Portland 
Cement Co. vs. Santa Fe et al.; No. 21527, Express Publishing 
Co. vs. International-Great Northern et al.; No. 21687, W. C. 
Shepherd vs. Tallulah Falls et al., and No. 21748, Interstate 
Amiesite Co. vs. Southern et al. 

No. 21649, Barnett Lumber Co. et al. vs. Arkansas Valley 
Interurban et al. Morton Salt Co. permitted to intervene. 

No. 16321, State Corporation Commission of Virginia vs. 
Aberdeen & Rockfish et al. Motion of North Carolina Corpora- 
tion Commission, intervener, dated January 30, 1929, praying 
that this proceeding be consolidated with 21665, North Carolina 
Corporation Commission vs. Akron, Canton & Youngstown et al., 
denied. 

Finance No. 7458, application of Bellefonte Central for 
authority to issue $200,000 of first mortgage 6 per cent bonds. 
T. D. Geoghegan permitted to intervene. 

No. 21341, State Docks Commission et al. vs. Louisville & 
Nashville et al. Mobile Chamber of Commerce permitted to 
intervene. 

No. 21482, Inland Empire Manufacturers’ Association vs. 
Abilene & Southern et al. North Pacific Millers’ Association 
permitted to intervene. 

No. 21703, Wm. Schulderberg-T. J. Kurdle Co. vs. Baltimore 
& Ohio et al. Armour & Co. permitted to intervene. 

Finance No. 7457, application of Union Pacific for certificate 
to construct a branch line of railroad in Larimer county, Colo- 
rado. Colorado Railroad and Colorado & Southern permitted to 
intervene. 

Finance No. 7284, application of Texas-New Mexico for 
certificate to construct a line of railroad in Lea county, New 
Mexico. Seth Alston and Lovington Chamber of Commerce 
and Board of City Development of Lubbock, Tex., permitted to 
intervene. 

Finance No. 7364, application of Western Pacific for cer- 
tificate to acquire and/or construct a line of railroad in city 
and county of San Francisco, Calif. Santa Fe permitted to 
intervene. 

No. 19146, Knoxville Freight Bureau et al. vs. Southern 
et al. The order entered in this proceeding January 18, 1929, 
which was by its terms made effective on March 30, 1929, on 
5 days’ notice, has been modified so that it will become effective 
on May 25, 1929, on 30 days’ notice instead of March 30, 1929, 
on 5 days’ notice. 

No. 13535, Consolidated Southwestern Cases, and No. 14880, 
Dallas Chamber of Commerce et al. vs. Aberdeen & Rockfish 
et al. The order heretofore entered in these proceedings on 
January 15, 1929, as amended February 14, 1929, which by its 
present terms is to become effective on May 6, 1929, has been 
amended so as to provide that the rates thereby approved for 
application between Kansas City, Mo., and groups 513-A and 
513-B- and between St. Louis, Mo., and groups 21-A and 21-B 
as prescribed, and as said groups are defined, in the fifth sup- 
plemental report of the Commission on further hearing made 
and filed in said proceedings on January 15, 1929, and published 
and appearing in volume 148 of the Interstate Commerce Com- 
mission Reports at pages 619 and 620, may be made effective 
on or before May 6, 1929, upon notice to this Commission and 
to the general public by not less than 10 days’ filing and 
posting in the manner prescribed in section 6 of the interstate 
commerce act, instead of upon not less than 30 days’ filing and 
posting at present provided. 

No. 13535 et al., Consolidated Southwestern Cases. Georgia 
Public Service Commission permitted to intervene. 

No. 21838, Western Kentucky Coal Bureau vs. Illinois Cen- 
tral et al. Dubuque (Iowa) Shippers’ Association permitted to 
intervene. 


No. 19342, Gillican-Chipley Co. et al. vs. Apalachicola North- 
ern et al.; No. 19622, Western Paper Makers’ Chemical Co. vs. 
Atlantic Coast Line et al., and No. 19782, Empire Size & Chem- 
ical Corp. vs. Atlanta, Birmingham & Coast et al. Proceedings 


reopened for further hearing with I. and S. No. 3253, naval 
stores from southern points to eastern destinations and as- 
signed for further hearing April 8, at Washington, D. C., before 
Examiner Berry. 

No. 21902, Iroquois Pulp & Paper Co. vs. Canadian National 
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et al. Castanea Paper Co. of Johnsonburg, Pa., and New York 
& Pennsylvania Co. of Lock Haven, Pa., and Willsboro, N, y 
permitted to intervene. : 


PETITIONS FOR REHEARING, ETC. 


I. and S. No. 2595, meat and packing-house’ products to, from 
and between southwestern and western trunk line points, anq 
cases grouped therewith, and I. and S. No. 3235, meats ang 
packing-house products to, from and between southwestern and 
western trunk line points. Interstate Cotton Oil Refining Co 
asks for vacation of suspension order in I. and S. 3235 as to 
rates on packing-house products and lard substitutes, carloads 
within and into southwestern territory; continuance of inyes. 
tigation into rates on packing-house products and lard suhgt. 
tutes, carloads, within and into southwestern territory in ¢op. 
nection with I. and S. 3235; and postponement of investigation 
into rates, rules, regulations and practices applicable to pack. 
ing-house products, in peddler cars, within and into southwesterp 
territory. 

No. 16462 (Sub. 1), Georgia Fruit Exchange et al. vs, Ap. 
erdeen & Rockfish et al. Complainants ask for reopening of this 
case and for specific consideration to the charges assessed on 
shipments loaded in short cars. 

No. 21207, Chappel Brothers, Inc., vs. Burlington et al. Mon. 
tana Horse Products Co., intervener, asks further hearing. 

No. 20640 (and Subs. 1 to 3, incl.), E. & A. Opler, Inc., vg, 
Pennsylvania et al. Defendants, Pennsylvania and Baltimore 
& Ohio, ask for further hearing. 

No. 18158, et al., Iowa Soap Co. vs. Burlington et al. South. 
western lines and other carriers defendants in these proceed. 
ings, ask for postponement to May 6, 1929, of effective date of 
order—rates to be made effective on statutory notice instead 
of on five days, as authorized by the existing order. 

No. 21995, Gamble Robinson Co. vs. Burlington et al. Bur. 
lington asks for dismissal of the complaint, for want of juris. 
diction. 

No. 20457, John E. Booth Lumber Corp. vs. Central Ver- 
mont et al. Complainant asks for further hearing herein. 

No. 20138, Jessup & Moore Paper Co. vs. Akron, Canton & 
Youngstown et al. Complainant asks for reopening for recon- 
sideration by entire Commission and reargument if necessary. 

No. 10439, Globe Automatic Sprinkler Co. vs. Director- 
General, as agent, Alabama & Vicksburg et al. Director-Gen- 
eral asks the Commission to consider the claims herein to have 
been abandoned, and to dismiss complaint for lack of prose- 
cution. 

No. 21902, Iroquois Pulp & Paper Co. vs. Canadian National 
et al. West Virginia Pulp & Paper Co. asks permission to in- 
tervene herein, and if intervention is granted that the Commis- 
sion require complainant to amend its complaint. 

No. 9200, Railway Mail Pay. Postmaster General asks for 
establishment of rates for additional units and certain changes 
in rules governing authorizations of space for the Alabama, 
Tennessee & Northern; Canadian Pacific (International Rail- 
way of Maine); Tonopah & Goldfield, and Winston-Salem 
Southbound. 

No. 17936, refrigeration charges on fruits, melons, vege 
tables and berries from the south. Respondents ask for recon 
sideration and for rehearing respecting certain elements of 
cost entering into proposed refrigeration charges. 

No. 20496, Simmons Co. vs. Chicago & North Western et al. 
Complainant asks for reopening of this case. 

No. 12597, O-So-Ezy Products Co. et al. vs. Director-General, 
as agent, Ann Arbor et al. Director-General asks for dismissal 
of complaint for lack of prosecution. 

No. 16603, Utah-Idaho Sugar Co. vs. Director-General, a8 
agent, et al. Director-General asks for dismissal of complaint 
for lack of prosecution. 

No. 12578, Iola Cement Mills Traffic Association vs. Director- 
General, as agent, Santa Fe, et al. Director-General asks for 
dismissal of complaint for lack of prosecution. 

No. 12668, Poehlmann Bros. Co. et al. vs. Director-General, 
as agent, Baltimore & Ohio, et al. Director-General asks for 
dismissal of complaint for lack of prosecution. 


K. C. S.-M. K. T. CLAYTON CASES 


Further postponement of the hearings in No. 20672, Inter- 
state Commerce Commission vs. Kansas City Southern Railway 
Co., and the sub number thereunder, Same vs. Missouri-Kansas- 
Texas Railroad Co., the proceedings in which violation of the 
Clayton act by reason of stock acquisitions is alleged, has beet 
announced by the Commission. 

The hearing in No. 20672, heretofore assigned for March 
25, has been cancelled and the case has been reassigned for 
hearing April 22 at Washington before Director Mahaffie. The 
hearing in the sub number case, heretofore assigned for April 
8, has been cancelled and the case has been reassigned for 
hearing May 6 at Washington before Director Mahaffie. 

The Commission has been asked to consolidate the two 
cases and to conduct a single hearing therein by R. C. Dul, 
president of the Waco, Beaumont, Trinity & Sabine Railway. 
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GASOLINE TO MINNESOTA 


A downward revision of rates on gasoline and other pe- 
troleum products from the three groups of the midcontinent 
field and the north Texas group to point in Minnesota south- 
west of St. Paul, on the Chicago & North Western and the 
Minneapolis & St. Louis, has been proposed by Examiner W. J. 
Harris in No. 20674, Redwood County Oil Co. vs. Chicago & North 
Western et al., based on a finding of unreasonableness. The 
report covers ten sub-numbers, consecutively numbered, ex- 
cept the last, which is No. 11. The sub-numbers are: S. J. 
Sampson vs. Chicago & North Western et al.; E. J. Bellig and 
c. E. Schmid vs. Chicago & North Western et al.; Wabasso 
Qil Co. vs. Chicago & North Western et al.; Christ Linder 
and C. W. Abraham vs. Minneapolis & St. Louis et al.; O. N. 
Johnson Co. vs. Minneapolis & St. Louis et al.; Balaton Oil 
Co. vs. Chicago & North Western et al.; Scenic City Cooperative 
Oil Co. vs. Chicago & North Western et al.; Revere Cooperative 
Oil Co. vs. Chicago & North Western et al.; E. J. Bellig and 
C. E. Schmid vs. Chicago & North Western et al., and Farmers 
Oil Co. vs. Chicago & North Western et al. 

The complainants asserted that the carriers had not obeyed 
the injunctions in Midcontinent Oil Rates, 1925, 112 I. C. C. 
421, when they made changes to comply with it in that they 
had not heeded the injunction to make rates to other stations 
in proper relationship to the rates therein prescribed. They 
sought rates the same as to St. Paul and reparation to that 
basis. The rate to St. Paul from group 3, the basic group, is 
42 cents. 

Harris agreed with the complainants, as to some destina- 
tions as to the rates being unreasonable, but not to the extent 
they suggested. He recommended that the Commission, in ad- 
dition to requiring specific rates on gasoline, the making of 
rates on fuel oil 80 per cent of those on gasoline. The gasoline 
rates recommended by him follow: 


From 

North 

From From From Texas 

Group 1 Group 2 Group 3 Group 

To Cents Cents Cents Cents 
EN. 53a dirs kaa WAS aa eal ae Deane. Som ee née 
EES eager a epee Semen ee yee ome om 45 47 49.5 
caso niaie ca 6 ae aes ae 39 44 46 48.5 
I sc Seca ieaiah Nola ina ee laie Dini 39 44 46 48.5 
I, oir deb Slit ona bie its. wR 39 44 46 48.5 
i EO ong Sacre Ribena ches as pies 3 44 46 48.5 
ED. 5 dc cede alcdews ee paamods nawel 39 44 46 48.5 


COTTON WASTE RATINGS 


Examiner H. L. Main, in No. 21227, American Cotton Waste 
and Linter Exchange vs. Baltimore & Ohio et al., has recom- 
mended that the Commission condemn as unreasonable the rates 
and ratings, in official classification territory, on cotton card 
strippings, cotton rovings, cotton noils (cotton combers or 
combers’ waste), cotton spinners and garnetted cotton stock, to 
the extent they may exceed fifth class, minimum 20,000 pounds, 
subject to Rule 34. He said that inasmuch as reparation did 
not ordinarily follow from a reduction in rating, this finding 
oo be limited to the present and future and reparation de- 
nied. 

The report also covers a sub-number, Same vs. Same. In 
that case the examiner said the Commission should find unréa- 
sonable for the present and the future, the rates and ratings on 
cotton motes and sweepings, in official classification territory, 
to the extent they exceed or may exceed sixth class, minimum 
24,000 pounds, subject to Rule 34. 


OKLAHOMA INTRASTATE COAL AWARDS 


_ Examiner Harry C. Ames, in Ex Parte 88, reparation on 
intrastate traffic, has recommended that the Commission should 
approve, in part, an award of reparation made by the Oklahoma 
Corporation Commission in respect of shipments of coal, moving 
intrastate in Oklahoma, in the guaranty period, March 1 to 
August 31, 1920. He said the award should be approved in 
so far as it covered shipments from the Tulsa group to Dewey, 
Okla. As to shipments from the Henryetta group to the same 
destination, he recommended approval of the award only to 
the extent that the rate exceeded $1.10 per net ton. 


PROPOSED REPORTS 


No. 21594, Davies & Thomas Co. vs. Central of New Jersey et 
al. Examiner Paul A. Colvin. Dismissal proposed on finding 
fifth class rates on cast iron sugar refinery retorts, carloads, 
Catasauqua, Pa., to Baltimore, Md., Boston, Mass., Edgewater, 
N. J., and Brooklyn, Long Island City and Yonkers, N. Y., not 
unreasonable. 
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No. 21460, Terre Haute Malleable & Manufacturing Co. vs. 
C. & E. I. et al. Examiner E. H. Kerwin. Recommends that 
Commission find rate on iron castings, in the rough, Terre 
Haute, Ind., to Detroit, Mich., unreasonable, past, present and 
future, as to routes with distances not exceeding 115 per cent 
of 355 miles, to the extent it exceeded, exceeds or may exceed 28 
= subject to minimum of 36,000 pounds, and award repa- 
ration. 

No. 21238, W. M. Smith & Co. vs. New Orleans & Northeast- 
ern et al. Examiner Harold M. Brown. Dismissal proposed on 
finding carload rate on steel rails, Poplarville, Miss., to Avon- 
dale, Ala., applicable, not unreasonable or unjustly discrimina- 
tory. Complaint based on fact that rate of $5.70 per net ton 
applicable on railway track material was charged instead of rate 
of $3.72 applicable on scrap iron and steel having value for re- 
melting purposes only. 

No. 21577, Rapp Lumber Co. vs. L. & N. Examiner John 
McChord. Recommends that rates on logs, except walnut and 
cherry, points in Georgia, Kentucky, Tennessee and Virginia 
to Barbourville, Ky., the application of which is conditioned on 
the manufactured product being shipped out over defendant’s 
line, be found unreasonable for the future to the extent they 
exceed or may exceed the rates prescribed in Georgia P. S. 
Commission vs. A. C. L., 146 I. C. C. 717, on interstate traffic. 

No. 21402, Rome Soap Manufacturing Co. vs. Central of 
New Jersey et al., embracing also a sub number, Same vs. Ho- 
boken Manufacturers’ et al. Examiner Paul A. Colvin. Dis- 
missal recommended on finding applicable and not unreason- 
able fifth-class rates charged on various carload shipments of 
red oil, corn oil, and palm kernel oil, Philadelphia, Pa., Clinton, 
Ia., Chicago, and Decatur and East St. Louis, IIll., Gibson and 
Wolf Lake, Ind., Harbor Beach, Mich., Milwaukee, Wis., and 
Weehawken, N. J., to Rome, N. Y. 

No. 21091, Sawbrook Steel Castings Co. vs. C. B. & Q. et 
al. Examiner Arnold C. Hansen. Dismissal recommended on 
finding not unreasonable rate on molding sand, Ottawa, Hl., to 
Lockland, O. 

No. 21274, H. C. King & Sons, Inc., vs. Michigan Central. 
Examiner William A. Maidens. Demurrage charges on ten cars 
clover seed held at Detroit, Mich., and one car held at Black 
Rock, N. Y., inapplicable and should be refunded. Dismissal 
recommended. 

No. 21096, Illinois Malleable Iron Co. vs. C. I. & L. et al. 
Attorney-Examiner W. A. Disque. Dismissal recommended on 
finding not unreasonable or unduly prejudicial rates on coal, 
Oliver Springs, Tenn., to Chicago, III. 

No. 20898, Gastonia & Suburban Gas Co., by Southern 
Traffic Service vs. Pennsylvania et al. Examiner E. L. Glenn. 
Recommends reparation of $200.45, with interest, on finding rate 
on carload hydrated iron ore, Falls Creek, Pa., to Gastonia, N. C., 
unreasonable to extent it exceeded $6.12 per ton of 2,000 pounds. 


SPOKANE-MISSOULA CANNED GOODS 


An effort to adjust the rates on canned goods, including 
canned milk, from San Francisco and group 1 points around 
that city, and Portland, Ore., and Tacoma and Seattle, Wash., 
and related points, on the one hand, and points on the Great 
Northern, Northern Pacific, the Milwaukee and the Spokane, 
Portland & Seattle in the interior of Oregon, Washington, Idaho 
and Montana, on the other, has been made by Examiner F. L. 
Sharp in I. and S. No. 3020, canned goods between points in 
California, Oregon, Washington, Idaho and Montana, and No. 
17562, Board of Railroad Commissioners of State of Montana 
et al. vs. Bay Transport Co. et al. The latter was on further 
hearing. His effort is to be a substitute for the one proposed 
by the carriers in the schedules covered by the suspension 
docket case. 

The proposed adjustment centers around the increases 
proposed in the rates from San Francisco and the north coast 
points to Spokane, Wash. The increases to Spokane were 
proposed as a method for removing the undue prejudice found 
by the Commission in McClintock-Trunkey Co. vs. McCormick 
Steamship Co., 129 I. C. C. 591, a case joined with the com- 
plaint of the Montana Commission against Bay Transport Co. 
et al. The railroads proposed to remove the undue prejudice 
found in that case against Missoula, Mont., and undue pref- 
erence for Spokane by increasing the rates to Spokane so that 
in all except one instance Missoula would not be more than 
20 cents higher than Spokane. 

When the railroads availed themselves of the privilege of 
removing undue prejudice allowed them by the law by increas- 
ing the rates to Spokane instead of lowering those to Missoula, 
they brought protests against their plan from the commission- 
ers of Montana, Washington and Oregon, as well as many 
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canners and commercial associations so strong that the Com- 
mission suspended them. So as to preserve the long standing 
equality in rates from the Washington ports to Spokane, on 
the one hand, with those from Portland, Ore., to Spokane, on 
the other, the railroads proposed increases in many Washington 
intrastate rates. The Washington commission suspended them. 
Members of that body heard the case jointly with Examiner 
Sharp. The latter, of course, deals only with the interstate 
rates, but mentions the intrastate rates between the Washing- 
ton ports and Spokane for comparison purposes, in several 
places. Everybody, he said, favored the retention of the equal- 
ity between the Washington ports and Spokane, on the one 
hand, and those between Portland and Spokane, on the other. 

While there were some reductions in the suspended sched- 
ules, the examiner said the increases predominated. The case 
was complicated by the rates of the Union Pacific system from 
Utah and Idaho points to the general territory covered by the 
proposals of the northern transcontinental lines. The latter 
insisted that their rates were subnormal and that they should 
not make reductions in the rates to Missoula to comply with 
the finding of undue prejudice in the McClintock-Trunkey case. 
They proposed increases, although they said that they would 
put the canneries on their lines at a distadvantage with the 
canneries on the Union Pacific in Utah and Idaho. Their solu- 
tion for that difficulty, Sharp said, was an increase in the rates 
on canned goods in the mountain-Pacific territory and Ne- 
braska. They asked for an investigation looking to that solu- 
tion, but the Commission denied it April 2, 1928. The Union 
Pacific did not go along with that proposal. 

In addition to the rates mentioned the reopened Bay Trans- 
port case brought forward the ocean-and-rail and all-rail rates 
on canned goods from San Francisco and from the north coast 
ports to Missoula. 

Sharp proposed that the suspended schedule be found justi- 
fied in part and that they be ordered canceled, without prejudice 
to the filing of new ones in compliance with the criteria set 
forth in the report. As to the ocean-and-rail rates, he said 
they should be found not unreasonable, but that the rates from 
the north coast ports to Missoula should be found unreasonable 
in the past, for the present and for the future. He recom- 
mended reparation on shipments made under the north coast 
ports’ rates to Missoula. 

Missoula interests asserted that the respondents’ method 
of complying with the order in the McClintock-Trunkey case 
would not afford the relief sought. Sharp said it appeared that 
the failure of Missoula to get relief anticipated would not be 
due to increasing the rates to Spokane instead of reducing them 
to Missoula, so as to make the difference 20 cents, but to 
changes in the L. C. L. rates applicable on canned goods from 
distributing centers to consuming points which had been made 
since the original complaint was filed. 


Sharp found the answer of what rates to recommend in 
Arizona Corporation Commission vs. Arizona Eastern, 113 I. C. C. 
52, 142 I. C. C. 61, and Portland and Klamath county cases, 
21 I. C. C. 640, and 74 I. C. C. 207. In the Arizona class rate 
case rates for the southern part of the mountain-Pacific ter- 
ritory were prescribed, while in the other cases rates for the 
northern part of the territory were under consideration. 

The one exception to the rule that rates to Missoula should 
not be less than 20 cents over Spokane was the publication 
of a 12.5-cent differential. Spokane claimed that that was in 
violation of the order in the McClintock-Trunkey case to remove 
undue prejudice. The examiner said that the facts brought out 
in his report indicated the desirability of a modification of the 
outstanding order as to undue prejudice. He said that it was 
not apparent that a differential as low as 13.5 cents could work 
any undue prejudice to Spokane or any undue preference for 
dealers in Missoula. The carriers wanted to have a relatively 
low differential there to enable them to deal with a competitive 
situation at Butte, Mont. 

Sharp recommended disposition of the issues in accordance 
with the following findings: 


The Commission should find that the proposed rates on canned 
goods, including canned milk, except where they exceeded the scale 
rates shown in the above table (Portland-Klamath scale class B 
rates, not herewith reproduced), from and to the points there named, 
and except where to other points in the territory concerned they 
exceed 40 per cent on a minimum of 40,000 pounds, and 33.6 per cent 
on a minimum of 60,000 pounds, of the first class rates prescribed 
in the Arizona Class Rate case, supra, have been justified for inter- 
State application. The suspended schedules should be canceled, and 
new schedules published in accordance herewith. 

The Commission should further find as to the rates on canned 
goods assailed in No. 17562, that the ocean-and-rail and all-rail 
rates from San Francisco to Missoula have not been and are not un- 
reasonable, and that the rates proposed for the future will not be 
unreasonable, but that the rates from the north coast ports have 
been, are, and for the future will be unreasonable to the extent that 
they have exceeded, exceed, or may exceed 85 cents on the 40,000 
pound minimum, and 71.5 cents on the 60,000-pound minimum, that 
complainants and intervener, Stone-Ordean-Wells Company, have made 
shipments of canned goods from north coast ports to Missoula and 
paid and borne the charges thereon, and have been damaged there- 
by in the amount that the charges paid exceed those that would have 
accrued at the rates herein found reasonable, and are entitled to 
reparation, with interest, on such shipments moved during the statu- 
tory period. Rule V statements should be submitted. 








The Commission should further find that for the future rates 

canned goods from San Francisco and group points and from north 
coast ports to Missoula, which, by ocean-and-rail from San Francis “ 
do not exceed the contemporaneous rates to Spokane by more thay 
23 cents, nor less than 20 cents on the 40,000-pound minimum, ang . 
more than 20 cents nor less than 19.5 cents on the 60,000-poung 
minimum, and which, by all-rail from San Francisco do not exceed 
the contemporaneous rate to Spokane by more than 23 cents, nor les 
than 21.5 cents on the 40,000-pound minimum, and by more than 19 
cents nor less than 13.5 cents on the 60,000-pound minimum and 
which by all-rail from north coast ports do not exceed the contempo- 
raneous rates to Spokane by more or less than 25 cents on the 40 000- 
pound minimum, and by more or less than 21 cents on the 60,000. 
pound minimum, will not result in undue prejudice or preference to 
dealers at either Missoula or Spokane. The outstanding order jp 
No. 17562 should be modified in accordance with the findings herein 


WESTERN-MOUNTAIN-PACIFIC CASE 


Attorneys for the southwestern lines, in a petition for re. 
hearing, reargument and reconsideration in No. 15234, divisions 
of freight rates in western and mountain-Pacific territories, 
declare that the Commission’s decision in that case will take 
about $3,000,000 a year from the southwestern lines and cannot 
fail, under proper regulation, to have a tendency to increase 
rates in this principally agricultural section. The brief, signe 
by G. H. Muckley, J. R. Turney, M. G: Roberts, R. S. Outlaw, 
H. H. Larimore, T. D. Gresham, W. E. Davis, C. S. Burg and 
J. R. Bell, further asserts that the report, 148 I. C. C. 457, mini. 
mizes the importance of practically all factors and elements, 
which, without being minimized, would clearly show that the 
present division of the revenue is not unreasonable to the west- 
ern trunk lines. 

The case is one initiated by the Commission concerning 
the divisions of joint through rates between western trunk 
lines and the southwestern lines on traffic moving between west- 
ern trunk line and official territories through western trunk line 
territory, on the one hand, and southwestern territory, on the 
other. The Commission dubbed the western trunk lines as con- 
plainants because it seemed to have the idea that they, as the 
southwestern lines saw the matter, were the aggressors demand- 
ing greater divisions. The petitioning southwestern lines declare 
that they are also contending for increased divisions from 
the western trunk lines and are as much complainants as are 
the western trunk lines “except that the southwestern lines 
are more modest in their claims.” 

The decision, according to the petitioners, means a sub- 
stantial increase in the revenues of the western trunk lines 
and especially such prosperous lines as the Burlington and the 
Illinois Central, to be taken from lines that are not earning 
the fair return contemplated by law. It also presents, says the 
brief, an instance of the Commission going outside of the record 
to obtain figures, a method condemned in the Orient divisions 
case, 265 U. S. 274. The attorneys further assert that under 
the decision, western trunk lines, in many instances, will receive 
as divisions sums greater than their local rates. 


SUSPENDED TARIFFS 


In I. and S. No. 3257, the Commission has suspended from 
March 16 until October 16 schedules in supplement No. 12 to 
Texas & New Orleans I. C. C. No. 1590, and supplement No. 21 
to Texas & Pacific I. C. C. No. 3033. The suspended schedules 
propose to cancel arrangements by which carriers assume com- 
pression costs of 18 cents per 100 pounds on cotton and cotton 
linters moving from points in New Mexico, Arizona and Cali- 
fornia for compression and concentration in transit at Fabius, 
Tex., and other Texas points. 

In I. and S. No. 3260, the Commission has suspended from 
March 19 until October 19 schedules in the following tariffs: 

Boyd’s supplement No. 30 to I. C. C. No. A-1602; supplement 
No. 13 to I. C. C. No. A-1877, and I. C. C. No. A-1955. 

The suspended schedules propose to readjust the rates on 
potatoes, carloads, from points in Michigan, Minnesota, North 
Dakota and Wisconsin to southern destinations, resulting prin- 
cipally in increases. The following is illustrative, rates being 
in cents per 100 pounds: 





From Cambridge, Minn., to St. Louis, Mo., present 30%, proposed 
37; Cairo, Ill., present 33144, proposed 39; Memphis, Tenn., present 55, 
proposed 57; Birmingham, Ala., present 75, proposed 83%. 

In I. and S. No. 3258, the Commission has suspended from 
March 21 until October 21 schedules in supplements NOs. 7 
and 8 to Wabash I. C. C. No. 6292. The suspended schedules 
propose to increase the rates on cyanamid, carloads, from 
Niagara Falls, Ont., to Cincinnati O., when destined to southern 
points, from 19% to 25%4 cents per 100 pounds. 


CONSOLIDATED CLASSIFICATION DOCKET 
In The Traffic Bulletin of March 16 was published Docket 
No. 37, of the Consolidated Classification Committee, for hear- 
ings of the Official, Western and Southern Classification com 
mittees in New York, April 9; Chicago, April 16, and Atlanta, 
April 24. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


* (Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





IN TRANSPORTATION OR DELIVERY 


DELAY 


(Court of Civil Appeals of Texas. Amarillo.) In shipper’s 
action against carrier for delay in transportation of wheat, 
allegations of complaint held sufficient as against general de- 
murrer to show common-law obligation of defendant to trans- 
port wheat with ordinary care and dispatch—Panhandle & 
g, F. Ry. Co. vs. Liske Grain Co., 13 S. W. Rep. (2d) 144. 

Carrier held not excused for unusual and unnecessary de- 
lay in transportation of shipment of wheat by an unprecedented 
amount of business, causing congestion in handling of freight, 
from which delay resulted, where shipper was not advised of 
congested conditions and no reason was shown why such in- 
formation was not given to shipper before carrier’s acceptance 
of wheat.—Ibid. 

In shipper’s action against carrier for delay in transporta- 
tion of wheat, charge that, if delay was caused by congestion 
of cars at destination, to find for carrier, held properly refused 
as on weight of evidence and as failing to embody necessary 
elements constituting the unprecedented condition as a defense. 
—Ibid. 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West ee St. Paul, Minn. 
Copyright, 1928, by West Pu 


lishing Co.) 





(Circuit Court of Appeals, Ninth Circuit.) In libel against 
vessel by consignee of bananas, which spoiled when vessel’s 
refrigeration system broke down, evidence held insufficient 
to show that breakdown was result of latent defect, but rather 
indicated that reasonably diligent inspection would have re- 
vealed weakness and insufficiency of system.—Navigazione 
Libera Triestina vs. Garcia & Maggini Co. Same vs. Klein- 
Simpson Fruit Co. The Feltre, 30 Fed. Rep. (2d) 62. 

To render available an exemption in a contract of carriage 
from absolute warranty of seaworthiness, burden of proving 
exercise of due diligence rests on shipowner.—Ibid. 


Under exemption in contract of carriage from absolute war- 
ranty of seaworthiness shipowner is accountable for failure of 
men he employs to discover patent defects.—Ibid. 


In determining cause of breakdown of ship’s ventilating 
system, causing loss of shipment of bananas, conjecture will 
not be permitted to take place of proof.—lIbid. 


In libel by consignees for loss of banana shipment, failure 
of consignees to prove that they gave notice of claim, as re- 
quired by bill of lading, held no bar to right to recover, where 
there was no allegation in answer that notice had not been 
given or that claim had not been filed or that libel was barred 
for that reason, and such defense was not suggested until after 
court made findings.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Ca., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Jersey.) Regulation of motor 
vehicles on particular streets, even to their complete exclusion 
therefrom, when deemed necessary in public interest, is within 
Police power delegated to municipalities—People’s Rapid Tran- 
sit Co. et al. vs. Atlantic City, 144 Atl. Rep. 630. 

Court cannot substitute its judgment for that of munici- 
pality as to best methods of relieving traffic congestion in 
specified area by regulating operation of motor vehicles therein 
in interest of public welfare and safety.—Ibid. 

Ordinance prohibiting parking, loading and unloading of 
autobusses except in terminals, and regulating and prohibiting 
use of certain streets thereby, held not unreasonable or arbi- 
trary, nor beyond city’s power, under home rule act (P. L. 1917, 
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p. 319) to regulate operation of automobiles for preservatior 
of general public welfare.—lIbid. 

Reasonable police regulations by state or municipality, 
applicable to interstate motorbus traffic, are valid and not direct 
or undue burdens on interstate commerce.—Ibid. 

Ordinance requiring that all civil service autobusses, whether 
engaged in interstate, intercity or intrastate transportation of 
passengers for hire, park, load and unload in terminals only, 
and regulating and prohibiting use of certain streets thereby, 
held not invalid because excepting hotel and school busses.— 
Ibid. 

Ordinance exempting motor vehicles operating without defi- 
nite routes and vehicles already regulated by provisions of 
another ordinance: from requirements as to parking, loading 
and unloading of passengers, and use of streets, by civil service 
autobusses operating over particular routes, held not objection- 
able as discriminatory.—Ibid. 

Ordinance requiring- autobusses, transporting passengers 
for hire, to park, take on, and discharge passengers at terminals 
only, and regulating and prohibiting use of certain streets 
thereby, held valid as police regulation of local concern 
only incidentally affecting interstate commerce.—Ibid. 

That autobus operators have made substantial investment 
in their business, which might be affected by local regulations 
as to parking, loading and unloading, and use of streets, does 
not give them vested rights militating against municipality’s 
power to protect public’s vested rights in public thoroughfares 
by proper and reasonable regulation.—Ibid. 

Contention that autobus operators have made substantial 
investment in business, which might be affected by local regu- 
lations as to parking, loading, and unloading, and use of streets, 
is not within reason of due process clause of Const. U. S. 
Amend. 14, section 1, as against public right to exercise police 
power within reasonable regulations and limitations.—lIbid. 

(Supreme Court of New Jersey.) Action of Board of 
Public Utility Commissioners in proceeding with hearing after 
motions to dismiss for lack of proof constituted denial of mo- 
tions without formal denial thereof.—Borough of Roselle Park 
et al. vs. Board of Public Utility Commissioners et al., 144 
Atl. Rep. 623. 

Board of Public Utility Commissioners had jurisdiction to 
determine application of street railroad corporation and auto- 
mobile bus corporation serving same territory for coordinating 
as to fare zones the two utilities, particularly in so far as they 
served particular localities, where one of the utilities was re- 
ceiving a fair return.—Ibid. 

Board of Public Utility Commissioners could coordinate as 
to fare zones operation of street railroad and bus corporations 
serving same territory without a valuation of the used and 
useful property of one of the companies.—Ibid. 

Every reasonable effort should be made to maintain service 
by trolley as well as by bus.—lIbid. 


Where Board of Public Utility Commissioners, on applica- 
tion of street railroad and bus corporations for coordination 
as to fare zones of the two corporations serving the same ter- 
ritory, considered the two corporations as entirely separate 
and distinct, and as separate corporate entities, offer of con- 
solidation of the two corporations held immaterial.—Ibid. 


(District Court, N. D., Georgia.) Undue encroachment of 
federal power on power of states to fix intrastate rates, which 
might result from the precedence to be given under Constitu- 
tion to regulations by federal power of what is under federal 
control over conflicting state regulations of what is under state 
control, is to be guarded against by scrupulous care to act with 
caution and comity, particularly where the activity is only inci- 
dental to a superior federal authority, as is the case in direct 
prescription of an intrastate rate under interstate commerce 
act, section 13 (3) (4), as added by transportation act 1920, 
section 416 (49 USCA, section 13 (3) (4) )—State of Florida 
vs. United States et al. Wilson Lumber Co. vs. Same. Brooks- 
Scanlon Corporation et al. vs. Same, 30 Fed. Rep. (2d) 116. 

Where status of freight rate as lawful rate depended on 
its allowance by State Railroad Commission, and rate as origi- 
nally proposed by carrier was substantially modified before it 
was allowed to be filed by commission, it was a rate “made 
by authority of the state,” though not “imposed” by such 
authority, within interstate commerce act, section 13 (3) as 
added by transportation act 1920, section 416 (49 USCA, section 
13 (3), authorizing order of Interstate Commerce Commission 
to remove discrimination against interstate commerce under 
section 13 (4), as added by transportation act 1920, section 416 
(49 USCA, section 13 (4)).—Ibid. 

Power of Interstate Commerce Commission to directly 
prescribe an intrastate rate under interstate commerce act, 
section 13 (3) (4), as added by transportation act 1920, section 
416 (49 USCA, section 13 (3) (4)), is not limited to cases of 
general horizontal raises in state rate systems based on finding 
that state rate system is prejudicing interstate commerce, nor 
to findings made in investigations instituted by Commission 
itself, but Commission is authorized to deal separately with any 
particular rate classification and practice to remove unjust 
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discrimination against interstate commerce and regardless of 
origin of investigation.—Ibid. 

Where complaint of state Public Service Commission filed 
with Interstate Commerce Commission attacked another state’s 
intrastate freight rates on logs as causing unreasonable and 
unjust discrimination against interstate commerce, in violation 
of interstate commerce act, section 13 (49 USCA, section 13), 
the state rate was thereby put in issue, and power of Com- 
mission under section 13 (4), as added by transportation act 
1920, section 416 (49 USCA, section 13 (4)), to order removal 
of such discrimination by prescribing higher intrastate rate, or 
otherwise, was thereby invoked, notwithstanding complaint did 
not ask that intrastate rate be raised.—Ibid. 

Whether removal of unjust discrimination by intrastate 
freight rates against interstate commerce, under interstate com- 
merce act, section 13 (4), as added by transportation act 1920, 
section 416 (49 USCA, section 13 (4)), ought to be accomplished 
by lowering interstate rates or by raising intrastate rates, was 
a question for decision of Interstate Commerce Commission 
alone, and not of contesting parties.—Ibid. 

On question whether removal of discrimination by intra- 
state freight rates against interstate commerce, under inter- 
state commerce act, section 13 (4), as added by transportation 
act 1920, section 416 (49 USCA, section 13 (4)), should be ac- 
complished by lowering interstate rates or by raising intra- 
state rates, the remunerativeness to carrier of the state rates 
was a relevant matter.—Ibid. 

Order of Interstate Commerce Commission under interstate 
commerce act, section 13 (3), (4), as added by transportation 
act 1920, section 416 (49 USCA, section 14 (3), (4)), directing 
railroad to put in effect certain intrastate freight rates on logs 
to remove discrimination against interstate commerce, held con- 
fined to rates in territory respecting which evidence and find- 
ings related, and did not fix intrastate rates for whole state, 
where order expressly confined interstate rates to such territory 
and dealt with intrastate rates only by reference to order fixing 
interstate rates.—Ibid. 

In construing an order of the Interstate Commerce Com- 
mission under interstate commerce act, section 14 (3), (4), as 
added by transportation act 1920, section 416 (49 USCA, sec- 
tion 13 (3), (4)), directed to elimination of unjust discrimination 
of intrastate rates against interstate commerce, construction 
which will uphold its validity, rather than one making it invalid, 
should be adopted.—lIbid. 

Effect of altering intrastate rates on complainants’ busi- 
ness, and their investments made on faith of such rates, may 
be considered by Interstate Commerce Commission in deter- 
mining what is a just and reasonable rate for purpose of re- 
moving alleged unjust discrimination against interstate com- 
merce under interstate commerce act, section 13 (3), (4), as 
added by transportation act 1920, section 416 (49 USCA, section 
13 (3), (4), but such considerations cannot be sole basis of a 
rate order, a fortiori they alone cannot avail in District Court 
to overturn Commission’s order.—Ibid. 

(Supreme Court of Louisiana.) Refusal of the Supreme 
Court to exercise its supervisory jurisdiction in a case where 
the complainant has yet a remedy by appeal does not establish 
jurisprudence.—Griffin vs. Villia, 120 Sou. Rep. 50. 

The Public Service Commission alone has original juris- 
diction to determine whether a defendant, alleged to be a motor 
carrier within act No. 292 of 1926, should be compelled to take 
out accident insurance, furnish a bond, and obtain the certificate 
required by such act, under sections 2, 7, and Const. 1921, art. 
6, section 4, par. 2, and section 5, par. 2.—Ibid. 

(Supreme Court of Louisiana.) Railroad cars, assigned 
by a railroad to the exclusive use of a sugar manufacturer for 
the sugar-making season for the purpose of transporting sugar 
cane from farms to the manufacturer’s factory, held “private 
cars” within a demurrage tariff provision that private cars on 
private tracks are not subject to demurrage when the owner- 
ship of the cars and of the track is the same, and defining a 
private car as one having other than railroad ownership, and 
that lease of car is equivalent to ownership, even though agree- 
ment under which cars were assigned was not technically a 
contract of lease.—Mellon, Director-General of Railroads, vs. 
J. M. Burguieres Co., Limited, et al., 120 Sou. Rep. 15. 

The fact that railroad companies, shippers, and the state 
Public Service Commission in good faith and for many years 
gave a demurrage tariff clause an interpretation contrary to 
that contended for by railroad seeking to recover demurrage, 
if in fact clause is subject to any other interpretation than that 
which had been so given it for many years, shows that the 
clause is ambiguous, so as to admit evidence of such long 
continued interpretation.—Ibid. 

Under a demurrage tariff provision defining a private car 
exempt from demurrage charges as one having other than rail- 
road ownership, and providing that a lease of a car is equiva- 
lent to ownership, leased car, in order to be deemed a “private 
car,” is not required to be leased from an owner other than 
a railroad company, in the absence of a claim that such a lease, 
or an exclusive assignment of a car equivalent to a lease, 
operated as a discrimination in freight rates.—Ibid. 
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NEWTON GOES WITH HOOVER 


The Trafic World Washington Buregy 


Representative Newton, of Minnesota, a member of the 
House committee on interstate and foreign commerce, has been 
appointed secretary to President Hoover “to act in the capacity 
of administrative assistant to the President in respect to the 
independent establishments of the government where the Pregj. 
dent has the direct responsibility for administration that igs 
the administrative bureaus which lie outside of the ten depart. 
ments.” 

Mr. Newton, according to the White House announcement 
also will assist in the usual White House work in coordination 
of the administrative work of all departments of the government 
and will undertake special tasks for the President, the first of 
which will be to cooperate with the members of the Cabinet in 
the study and development of a plan for the reorganization of 
the federal departments. 

Aside from the “quasi-judicial commissions whose many 
personnel questions come directly to the President,” according 
to the statement, there are a number of administrative or partly 
administrative agencies that in some degree lead up to the 
President and represent an annual expenditure of over $600, 
000,000. In a list of such agencies the Shipping Board and 
Fleet Corporation are included. 

The Interstate Commerce Commission is not mentioned in 
the White House statement but it is believed it comes under 
the classification of “quasi-judicial commissions” and that the 
President will wish to be informed as to the Commission in 
connection with making appointments of members of the Con. 
mission. 

Mr. Newton’s views as a member of Congress with respect 
to the status of the Commission were made known in 1925 and 
1926 in connection with advocacy by him of adequate appropria. 
tions for the Commission. In the House, in February, 1926, 
when the independent offices appropriation bill was up, he said: 


We ought always to bear in mind—and this is true of the Bureau 
of the Budget—that rate making is a legislative function; that Con- 
gress can not do it itself, and therefore has delegated the task to 
the Interstate Commerce Commission. The Commission is our agent, 
It is an independent office of the government. It has no representative 
in the Cabinet to whom it may look for representation when the 
budget is made up. Therefore the matter of the budget of the Inter- 
state Commerce commission is peculiarly one that Congress ought 
to guard and guard carefully. That the committee on appropriation 
did a year ago, and that it has done this year. I commend them 
for their interest. 


Mr. Newton’s acceptance of the appointment creates a 
vacancy on the House committee on interstate and foreign com- 
merce, on which he has been one of the active members, dealing 
particularly with proposed legislation affecting the railroads as 
chairman of a subcommittee on that subject. During the period 
of his membership on the committee he introduced a number 
of bills at the suggestion of the National Industrial Traffic 
League and obtained enactment of the Newton omnibus Dill 
containing amendments to the interstate commerce act sought 
by the League. He also has advocated development of inland 
waterway transportation. He is one of three secretaries to 
President Hoover, each of whom is to receive $10,000 a year. 


AGAINST CHANGING I. C. C. STATUS 


John J. Esch, formerly chairman of the Commission, in 
remarks before the In-Com-Co Club of the Commission the 
night of March 18, took a positive stand against proposals, if 
any there be, for placing the Commission, in whole or in part, 
under any executive department of the government. 


“I believe it would be a serious mistake to place the 
Commission under any executive department,” said he. “The 
Commission is a quasi-judicial arm of Congress. It should be 
divorced from any executive department. The Commission re- 
ports to Congress and not the executive. The freedom of 
action of the Commission is imperative to the safety of the 
country. If dominated by the executive department, its use- 
fulness would be diminished greatly.” 


Proposals have been made in the past that certain adminis- 
trative functions of the Commission, such as those relating to 
the safety acts, should be placed under an executive depart- 
ment. Mr. Esch believes that would be a mistake. He feels 
that the present set-up should be continued. 

President Hoover hopes to bring about a reorganization of 
the cabinet departments. A reorganization plan was proposed 
several years ago but nothing was done about it. Under that 
plan the Commission was not involved, although prior to the 
formulation of the plan there was talk that the Commission 
might be dealt with in some way. 





CHANGE IN DOCKET 
Further hearing in Ex Parte 73, in re Section 3 of the 
interstate commerce act, as amended by section 405 of the 
transportation act, 1920, assigned for March 21, at Washington, 
D. C., before Examiner Berry, was cancelled and reassigned for 
April 19, at Washingtor,, D. C., before Examiner Berry. 
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The Fourth Section 


Origin and Operation of That Part of the Interstate Commerce Act Which Prohibits Greater 
Charge for Shorter Than the Longer Haul Containing the Shorter—Part Played in 
the Fight by Commissioner Campbell—Senator Hayden Now Wearing 
the Mantle of Senator Gooding 


By A. E. Heiss 


It throws the average man off his balance to learn that 
a railroad is charging him a higher freight rate than it is 
exacting from a man living farther away on the same line. 
The fact that the other man is living on or very near a 
shorter line—shorter in actual mileage or in a rate-making 
power sense—is not a stabilizer. It does not restore the 
balance of the one who has been shocked and grieved by 
the discovery. 

Because higher rates for shorter than for longer hauls 
over many rail lines were in existence in and before 1887, 
as well as in some 
cases now, Con- 
gress wrote into 
the act to regulate 
commerce of that 
year the fourth 
section, forbidding 
the charging of 
more for the short 
than for the long 
haul over the same 
rails in the same 
direction under 
similar circum- 
stances and condi- 
tions. 

There has prob- 
ably been as much 
written and said 
about that fourth 
section as about 
any other two sec- 
tions of the act in 
efforts to discover 
how it should be 
applied to disclosed 
sets of facts. 

The interstate 
commerce act does not define a shorter than a longer line. 
The act, however, holds sway only over railroads or over 
railroads and water lines when the latter are under common 
control and management or are participants in joint rate 
arrangements. Therefore, the fourth section has been con- 
strued generally to refer to a railroad line. In the contem- 
plation of the fourth section of. that act Seattle, Wash., is 
more distant on-the line between Minneapolis, Minn., and 
Seattle, than Spokane, Wash. The rails between those points 
constitute the only line that is thought of in the application 
of the prohibition forbidding the charging of a higher rate 
for the shorter haul between Minneapolis and Spokane than 
for the longer haul between Minneapolis and Seattle. 

_ As now administered by the Interstate Commerce Com- 
mission, the fact that the short line, in a rate sense, on a 
considerable number of commodities is made up of the rail- 
roads from Minneapolis to one of the Atlantic ports, chiefly 
Baltimore, Md., because it is differentially three cents lower 
than New York and thence by steamer to Seattle, is not a 
fact warranting, in the estimation of the Commission, relief 
for the Minneapolis-Seattle rail line from the prohibition of 
the long-and-short-haul-part of the fourth section. There 





COMMISSIONER J. B. CAMPBELL 





has been no relief since 1918. Water competition disap- 
peared in the war period. So far as returned competition 
of that sort is concerned, the Commission does not recognize 
it as a reason for giving relief to the lines serving the inter- 
mountain country. 


Inter-Mountain Controversy 


When one thinks of the fourth section, the inter-moun- 
tain country and its long fight for the condition now pre- 
vailing comes to mind. The fourth section, in so far as the 
long-and-short-haul clause is concerned, has been only 
slightly changed since its enactment in 1887. The change 
that is worth noting is the elimination, in 1910, of the words, 
“under similar circumstances and conditions.” By reason 
of those words the railroads, from 1887 to 1910, were able 
to make their rates about as they deemed wise because they 
were the judges of the similarity or dissimilarity of con- 
tions. 

For a few 
months after it be- 
gan functioning, 
the Commission 
seemed to construe 
the long-and-short- 
haul provision as 
an absolute prohi- 
bition from which 
relief could come 
only from it in 
exceptional cases. 
Therailroads 
themselves seemed 
to have the thought 
that the prohibition 
was absolute, as 
providing a rigid 
fourth section such 
as the late Senator 
Gooding, of Idaho, 
demanded. At the 
last session of Con- 
gress, Senator Carl 
Hayden, of Ari- 
zona, announced 
that the building 
of the proposed 
Nicaragua Canal would not be allowed to become an excuse 
for the railroads violating the fourth section. He spoke 
as emphatically and so perfectly in agreement with the views 
of Senator Gooding that his utterance was taken as indi- 
cating that he would take up the leadership in the old fight 
that had distinguished Gooding. Hayden is a veteran in 
Congress. He is serving his first senatorial term but before 
he began that he had eight terms, sixteen years, in the 
House, so that in things legislative he is a journeyman and 
not an apprentice hand. 

From 1887 to 1910 the fourth section, although used 
to some extent as the foundation for cease and desist orders, 
was a broken reed for the inter-mountain and other interior 
sections. In the latter year, by the removal of the words 
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They Needed 
Power Shovels in Russia- 


So, the Union of Socialistic Soviet Republic 

bought nineteen carloads from The Marion Steam 

Shovel Company, operators of the world’s largest power 
shovel plant, and of course, they were shipped over The Eri 


for export. 


One more satisfied shipper tells of a transportation problem solved for hin 
by The Erie organization. 


ERIE RAILROAD 


THE ERIE ENTERS NEW YORK AT THE FRONT DOOR 
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“similar circumstances and conditions’ and the inclusion of 
the aggregate-of-intermediates clause, Congress gave the inter- 
mountain country a club with which it removed the last vestige 
of the rates made in what might be called the natural way. 
That was the making of rates to the Pacific coast terminals as 
low as, in the estimation of the railroads, was necessary to 
meet the competition of the railroads to the Atlantic ports and 
the steamers to the Pacific ports. The rates to the interior 
points were graded so that, roughly, they followed the topogra- 
phy of the country; that is to say, using the Minneapolis-Seattle- 
Spokane cembination of points, the rates from Minneapolis 
westward progressed upward until the combination of the rate 
via the Isthmian routes and the local from the Pacific port into 
the interior cut the westbound rate. 

Campbell’s Part in Fight 


One of the declarations intended to excite horror, made as 
late as about 1911, was that the component from the Pacific 
port to the interior of Nevada, called the “local back,” was as 
high as the rate for transportation by mule about sixty-five 
years ago; in other words, that the railroads were still regard- 
ing the mule as the maker of the competition to be met by 
them. As the writer recalls the declaration, no effort was made 
to equate the dollar of 1911 to see how it compared with the 
dollar of 1867 in purchasing power, so as to show whether the 
comparison was good. 

The Commission’s idea that the long-and-short-haul clause 
was an absolute prohibition lasted only until a railroad lawyer 
said that the words “similar circumstances and conditions” left 
the railroads as the judges as to what they might do. The 
understanding among the railroads prior toat time, that the 
prohibition was absolute, seemed to be so strong that they are 
alleged actually to have put into type tariffs making rates in 
all instances coming within an absolute fourth section. 

Although fourth section cases arose and were disposed of 
in New England and the southeast before Spokane began its 
fight of nation-wide notoriety, the Washington state city has 
made its name almost synonymous with long-and-short-haul. 
Commissioner Campbell got into the fight just about twenty 
years ago. It was a fourth section case, the Social Circle case, 
arising in Georgia, that caused the courts to say, about thirty- 
three years ago, that Congress had not given the Commission 
the power to prescribe rates for the future. Spokane fought 
and fought, and fought, spending perhaps $100,000 to be rid of 
rates higher than those to the Pacific coast ports where the 
transcontinental lines met the competition of the routes via 
either the Tehauntepec or the Panama Ishmus. 

Frequently, Spokane, using that name to mean the whole 
of the inter-mountain country, won before the Commission, but 
the courts seldom enforced the orders of the Commission. 
Orders based on the fourth section did not appeal to the courts 
any more than orders based on any of the other sections. But 
Spokane did not always win before the Commission. On the 
day in April, 1921, President Harding nominated Johnston B. 
Campbell to be a commisisoner, the Commission handed down 
its decision, adverse to the interior country in Intermediate Rate 
Association vs. Director-General, Aberdeen & Rockfish, 61 
I. C. C. 226, in which his name appeared first among the losing 
attorneys. 

Court Construction of Law 


Although the fourth section was written as it now stands, 
except the “reasonably compensatory” and “equidistant” limita- 
tions, in 1910, it took four years of litigation in the courts to 
establish the Commission’s authority as it is now exercised. 
In 1914 the Supreme Court of the United States, in the inter- 
mountain rate cases, approved the theory of the Commission 
that the revised section of 1910 had committed to its sound 
legal discretion the extent of the departure a railroad might 
make from the rule that it should not charge more for a short 
than for a long haul over the same line or route in the same 
direction. 

Since that time the Commission has ruled that there is no 
water competition warranting relief in any part of the country. 
The last ruling was in respect of class rates in the eastern 
district. All fourth section relief was denied in that district 
about two years ago. That denial is the foundation upon which 
the pending eastern class rate investigation, in which Attorney- 
Examiner Howard Hosmer has written a proposed report, is 
built. 

Further Restriction Under Law 

Addition of the “reasonably compensatory” and “equidis- 
tant” limjtations, in 1920, have largely deprived the circuitous 
lines of any latitude in meeting, where it exists, the compe- 
tition of the shorter lines. The fundamental assumption of 
the inter-mountain country, using that as typical, is that when 
the long line undertakes to make its rates so that it can com- 
pete for business in a fight with the short line, that long line 
is performing a wasteful service—as if it were possible, gen- 
erally, to calculate how much and what rates were reasonably 
compensatory, regardless of the volume of traffic handled. 
That, it is argued by those who do not think much of the 
limitations prescribed in the legislation of 1920, tends to put 
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every community either on only one line of railroad, or fo 
the additional lines to make their rates at intermediate voles 
lower, mile for mile, than the direct lines. if the fourth Sectio; 
is ever administered so as to require the grading of al] the 
rates, as strict construction of it seems to warrant, then the 
rails of the long lines from the equidistant point to the junction 
with the short line, it has been suggested, will become deaq 
for the purpose of transportation to the junction point, except 
for purely local traffic, because the rates will have to be go high 
that no sane shipper will use them. Exceptions to that might 
come in times of enormous traffic, when the cost of frans 
portation would become of relatively slight importance. 

For a long time the interior country believed that the 
Commission regarded the fourth section as an orphan child 
fit to receive some attention, but little love. Now, however 
it has become almost the favorite in the family. Hauling over 
circuitous lines is being limited more and more. The water 
lines, being free from the regulation that blankets the railroads 
can make their rates low enough to attract business, without 
retaliation by the railroads if they grab tonnage which the 
railroads heretofore have had. 

In the estimation of some of those who have been ¢op. 
nected with regulation for a long time the real menace to the 
business of the railroads is not the truck but the water line 
Unlimited competition between the railroads and the water 
lines, when the latter looked with some scorn on the railroads, 
it is generally believed, put the water lines out of business 
Now the freedom of the water lines from control by the Com. 
mission and the elimination of water competition as a reagon 
for disregard of the prohibition of the fourth section, many 
railroad men are beginning to believe, threatens what, perhaps, 
the advocates of water line promotion believe to be just retribu. 
tion. 





































R. R. REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads, for the United States 
as a whole, for January, 1929, and January, 1928, compiled from 
carrier reports by the bureau of statistics, follow: 


1928 


1929 
Average number of miles operated....,... 241,291.19 240,430.07 
























Revenues: 
FT Cee TTT Cee eT re Ce $366,838,464 $337,960,098 
Passenger *74,986,687 178,642,497 
ME i akon ial oekanee saaawS 9,282,550 7,819) 
DE ctcccncisedsuesedtkeee secu axe 9,096,634 8,137,953 
All other transportation. ..........e0% 16,214,321 15,415,656 
TROIGGRERL  ceccsccicccecvescese wevdebae'e 9,855,146 9,511, 
pO NS eee rr Tre 1,060,893 1,096,130 
pes SS | a ee 307,467 375,397 
Railway operating revenues....... 487,027,228 458,208,797 
Expenses: 
Maintenance of way and structures... 58,351,506 58,505,883 
Maintenance of equipment............ 100,158,544 97,711,500 
ERIE ROR Sse See RI Nene 10,655,426 10,491,782 
PE CORT Tee Tere 179,853,915 177,235,171 
Miscellaneous operations.............. 4,807,735 4,668, 
tine eee 16,259,891 16,340,201 
Transportation for investment—Cr.... 747,461 962,753 
Railway operating expenses...... 369,339,556 363,990,689 
Net revenue from railway operations.... 117,687,672 94,218,108 
MRE CRE GOOPURIB. 6. cbc ccciiccccccwccs 31,312,918 28,706,436 
Uncollectible railway revenues............ 72,886 92,874 
Railway operating income........ 86,301,868 65,418,198 
Equipment rents—Dr. balance............ 7,065,599 6,918,619 
Joint facility rent—Dr. balance........... 1,974,669 1,937,897 
Net railway operating income.... 77,261,600 56,562,280 
Ratio of expenses to revenues (per cent). 75.84 79.4] 







*Includes $3,313,652 sleeping and parlor car surcharge. 
tIncludes $3,295,206 sleeping and parlor car surcharge. 


Cc. & 0. IMPROVEMENTS z 


A number of contracts for construction and improvemenii® 
have been awarded by the Chesapeake & Ohio, according 0 
announcement by W. J. Harahan, president, providing for Dam 
of the general program announced some time ago of improve 
ments, extensions, and betterments at various points on Ue 
company’s system to cost approximately $18,500,000. 
awards announced include a contract for a new freight de 
at Covington, Ky., to cost $97,500; a contract for certain Wa 
in connection with the engine terminal improvements at 5 
vens, Ky., the total for the project of which this is a Dae 
amounting to $587,000; a contract for grading and masonry Wé 
for third track between Barboursville and Guyandot, W. Va. 
project of which this is a part amounting to $801,813; a contrat 
for grading and masonry work for third track, Huntington # 
Kenova, W. Va., the project of which this is a part being @ 
mated to cost $1,942,799; a contract for grading work for track 
changes in connection with the engine terminal improvemells 
at Fulton, Richmond, Va., the project of which this is a part 1 
cost $746,000. 
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“Right hand men” of Industrial 
Traffic Managers are these‘‘Lim- 
iteds of the Freight Service’’—car- 
rying all classes of freight. Six 
leaders of the fleet are listed below: 


Chicago to Seaboard Cities 


Columbus to Chicago 


STAR UNION LINE 
Perishable-Merchandise 
Seaboard Cities to Chicago 


THE BLUE GOOSE 
Perishable- Merchandise 
Seaboard Cities to Buffalo 


New York and Philadelphia to Buffalo 


St. Louis to Seaboard Cities 
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Rush to the Fire 


OU might think there was a house 
afire to see them go past. These fresh 
meats have very pressing appointments to 
fill. Broiled, boiled, roasted, fried—they 


help to assuage a nation’s appetite! 
P g Pp 


The richest ice-boxes in the world—these 
Pennsylvania “perishable specials!” Im- 
agine hundreds of millions of pounds of 
meat, shipped in a single year! 

Such transportation tasks involve tre- 
mendous responsibilities. Thousands of 
people have capital tied up in transit. Only 
dependable freight service can turn their 
outlay into a profitable investment. 


THE PACKER 
Perishable Freight 


LIGHTFOOT 
Perishable Freight 


se WE os 
rishable- Merchandise 


UNCLE SAM 
Perishable Freight 


Modern merchandising and distribution 
methods demand three things of freight 
service: 


1. Where—at any given time—is the shipment? 
. . . The Pennsylvania maintains a system of 
“passing reports” which accurately answers 
this question. 


2. When will the shipment arrive? ... Nearly 
all of the 2,500 to 3,000 daily Pennsylvania 
freight trains run on definite schedules like 
passenger trains. 


3. Will the shipment arrive on time? ... The 
Pennsylvania’s famous fleet—the “Limiteds 
of the Freight Service” —sets monthly records 
of 98% for on time arrivals. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Juicy Roasts—Plump, Tender Birds 























LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


Alleging that the $1.81 rate on lake cargo coal that went 
into effect January 1 from the southern districts was pursuant 
to a written agreement among the carriers participating in the 
transportation, and that the proposed reduction in the rates 
from the Fairmont and other districts, five cents from Fair- 
mont, constitutes a further step in an unlawful understanding 
and agreement of the northern and southern carriers, August 
G. Gutheim, attorney, and A. B. McElvany, traffic manager of 
the Western Pennsylvania Coal Traffic Bureau, have asked the 
Commission to suspend the tariffs of the Baltimore & Ohio 
and othter carriers, effective April 8, pending investigation. 
They ask an investigation not only of the proposed rates, but 
also of the relationships and inter-relationships, direct and 
indirect, of the northern carriers and the southern carriers 
and in the southern districts. 

The Pittsburgh and West Virginia also asked for the sus- 
pension of the trunk line lake cargo coal tariffs, contending that 
the Fairmont district was highly competitive with the Pitts- 
burgh district and that the rates proposed would be in direct 
conflict with the Commission’s report in Lake Cargo Coal Rates, 
1925, 126 I. C. C. 309. 

The allegation of the Western Pennsylvania Coal Traffic 
Bureau that the establishment of the $1.81 rate on lake cargo 
coal from the southern districts was part of an unlawful agree- 
ment laid the foundation, it was believed, for a move on the 
part of the Pittsburgh operators to have the Commission re- 
establish the 45-cent differential ordered in the last formal 
docket lake cargo coal case, 139 I. C. C. 367. 

The thought that that was to be the foundation for a move 
of that sort was strengthened by representations made in behalf 
of the Pittsburgh operators in respect of the recent per curiam 
opinion by the Supreme Court of the United States in the An- 
chor coal cases, the effect of which was to leave undisturbed 
the 35-cent compromise differential. 

The Pittsburgh petition said that by virtue of that opinion 
the decree of the federal court for the southern district of West 
Virginia was reversed and that the district court was to dismiss 
the bill of complaint. 

“Consequently the legal bar against action by the Commis- 
sion looking to the effectiveness of its order entered in Lake 
Cargo Coal, 139 I. C. C. 367,” said the petition, ‘will shortly be 
removed and no good reason therefore exists for contemplation 
of a permanent bar against a differential of 45 cents, southern 
high volatile districts over Pittsburgh, found by the Commission 
to be proper in Lake Cargo Coal Rates, 1925, 126 I. C. C. 309 
and Lake Cargo Coal, 139 I. C. C. 367.” 

The allegation of unlawful agreement as to the $1.81 rate 
and the Fairmont appendix thereto was made upon information 
and belief. The assertion was that the petitioner was reliably 
informed and believed and therefore alleged that the $1.81 rate 
was made pursuant to a written agreement. 

The Pittsburgh operators asserted that should the rates as 
contained. in the protested tariffs be permitted to become effec- 
tive the result would be material reductions in the present 
rates from districts competing with the Pittsburgh district in 
this particular trade and like reductions in the differentials in 
the rates from such districts over and above the rate on lake 
cargo coal from the Pittsburgh district in violation of the report 
and findings of the Commission in the lake cargo coal cases. 


Another allegation of the Pittsburgh operators was that the 
Fairmont operators, in their formal docket complaint which was 
dismissed when the Commission ordered a reduction in the rate 
from the Pittsburgh district, made no complaint against the 
relationship between the rates from the Fairmont district and 
the rates from the southern district. The Pittsburgh operators 
said that the competition in lake cargo coal was between Fair- 
mont, on the one hand, and Pittsburgh, on the other. They 
further asserted that the Fairmont operators never having com- 
plained about the relationship between the rates from the Fair- 
mont and the southern districts, the Commission had never fixed 
the relationship as between those districts but only as between 
Fairmont and Pittsburgh. Therefore the Pittsburgh operators 
claimed that the 5-cent reduction in the rate from the Fairmont 
district, proposed in the tariffs effective April 8, would be a 
tinkering with a relationship which the Commission had pre- 
scribed, namely, between Pittsburgh, on the one hand, and Fair- 
mont, on the other. 


The Hoch-Smith resolution and section 15a, in addition to 
sections 1 and 3, were invoked by the Wheeling & Lake Erie in 
a request for suspension of the tariffs filed by the trunk lines. 
It asserted that the rates would be unduly preferential of the 
districts to which the reduced rates would apply and unjustly 
discriminatory against the Pittsburgh and No. 8 Ohio districts. 
It said that while nominally the reductions were proposed to 
increase the spread between the Fairmont district on the one 
hand and the Kenova, Kanawha, Thacker and Kentucky districts 
on the other, they would narrow the spread between the Fair- 
mont and the Pittsburgh and Ohio districts. 
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“They (the protested schedules) will tend to precipitate 
changes in the rate structure and in traffic,” asserts the Wheel. 
ing & Lake Erie protest, “which will be harmful to the public 
interest, in violation of section 15a as construed and applieq in 
Lake Cargo Coal Case, 139 I. C. C. 367, Ex-Lake Iron Ore from Chi- 
cago to Granite City, Ill., 123 I. C. C. 503, Grain and Grain Prod- 
ucts to Eastern Points, 122 I. C. C. 551 . . . violative of gee. 
tions 1, 3, and 15a and of the resolution of Congress,” common} 
known as the Hoch-Smith resolution. 

Examination of the tariffs on lake cargo coal made when 
the first protest was filed disclosed the fact that supplement No 
9 to I. C. C.-N. Y. C. No. C-307, making reductions from points 
in the Clearfield and related districts from $1.78 to $1.73 bore 
April 1 as the effective date. That was taken to mean that the 
crisis in the whole matter, from the suspension point of view 
would come not later than March 30 instead of April 7. That 
was deemed the crisis time when it was assumed that because 
the Baltimore & Ohio and other tariffs which first attracted 
attention to the matter were dated to become operative Apri] 
8. It is assumed that if the Commission refuses to suspend the 
New York Central tariff it will also refuse to suspend any of 
the others, although it might refuse to suspend the New York 
Central publication and decide to suspend the others. 


SHORT LINES APPROVE PLAN 


The Traffic World Washington Bureay 


Approval of the application of the Chesapeake and Onio in 
Finance No. 7460 for authority to create a system in the east 
by acquisition of other carriers is voiced by the American Short 
Line Railroad Association in a petition for authority to inter. 
vene in the proceedings. The association will file a similar pe 
tition in the Baltimore and Ohio plan proceeding. 

The Chesapeake and Ohio and the association have agreed 
on a plan of procedure with respect to short lines, as set forth 
in the C. & O. application, 4nd the association intervenes in 
that connection as well as with respect to other short and 
weak lines in the territory involved. 

The association says it believes the C. & O. application, 
considered as a whole, presents for consideration and action of 
the Commission the most constructive and practical plan yet 
proposed for executing the legislative mandate in section 5 of 
the interstate commerce act and, if sustained by the Commis- 
sion, will establish a procedure that will make possible the law- 
ful grouping or unification of carriers and will simplify the 
duties of the Commission in the ultimate adoption of a plan 
for consolidation of all the railroads into a limited number of 
systems, as required by law. 


The association will undertake to show that it is the intent 
of Congress that there should be a gradual unification of car- 
riers into systems and that it is impractical to group all the 
carriers at one and the same time and that the C. & O. appli- 
cation is in accord with that intent. It also favors the creation 
of four systems in the east, built around the New York Central, 
the Pennsylvania, the Baltimore and Ohio, and the Chesapeake 
and ‘Ohio. 


MONON AND B. & O. SYSTEM 


The Chicago, Indianapolis & Louisville Railway Company, 
in a petition filed with the Commission in No. 12964, Consoli- 
dation of Railroads, asks leave to file objections to the tenta- 
tive consolidation plan of the Commission in which the C. I. & 
L. was allocated to the Baltimore & Ohio system No. 3. 

The petitioner says that the joint control of it by the Louis- 
ville & Nashville and the Southern is in the public interest 
and that the public interest will be promoted by including its 
property in the systems of the L. & N. and the Southern in 
any plan for the consolidation of the railway properties of the 
United States into a limited number of systems that the Com- 
mission may finally adopt. 

Objections to inclusion of its line in the B. & O. system 
are set forth in the petition, as well as reasons why the ap- 
plicant should be in the systems of the L. & N. and the South- 
ern. Petitioner asks that the petition be received and filed as 
its objections to the Commission’s tentative plan and for 4 
hearing. 

The L. & N. and the Southern recently filed a protest against 
inclusion of the C. I. & L. in the proposed B. & O. system a8 
outlined in the recent application of the Baltimore & Ohio, and 
asked dismissal of the application as to that feature of it. They 
said they would not sell the C. I. & L. to the B. & O. 


UNIFICATION LEGISLATION 


Senator Fess, of the Senate interstate commerce commit- 
tee, after a call on President Hoover, March 20, said he would 
introduce his railroad unification bill, that was approved by 
the committee at the recent session of Congress, at the special 
session if it were possible to do that. He did not know that 
it would be possible te bring the bill up in the special session. 
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UNION PACIFIC 


Every day, from the main gateways to the West— 
Chicago, St. Louis, Kansas City, Omaha—eight 
strictly modern Union Pacific trains depart for 
the land of eternal springtime. 


These trains, purposely planned to meet every re- 
quirement of accommodations, convenience of 
departure and arrival, speed and luxury, compose 
the greatest fleet of trains to California. 


Whether you choose an extra fare, extra fine, all-Pullman 
train, a non-extra fare all-Pullman train or a non-extra 
fare train on which tourist sleepers are provided, you are 
always assured complete satisfaction via Union Pacific. 


There are no finer, no faster trains than these 
Barber, bath, valet, maid on both trains; $10 extra fare. 
Los Angeles Limited: 63 hours from Chicago to Southern 
California. Leaves 8:10 p. m. 

San Francisco Overland Limited: Only 63 hours. Leaves 
Chicago 8:10 p. m. 

Death Valley—See its magnificent, mysterious grandeur by 
comfortable rail, motor-bus tours, Interesting; inexpensive. 
Ask for our California and Death Valley booklets and 
complete train information. 


€. J. COLLINS, Gen’! Pass’r Agt. 
Union Pacific System, Omaha, Neb. 


UNION PACIFIC 


THE OVERLAND ROUTE 
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HOUSTON 


A World Port! 











According to the United States Shipping 
Board Report D. S. No. 296, Houston now 
ranks as the FOURTH largest port in the 
Nation in volume of foreign commerce, 

and EIGHTH in total tonnage handled. 









Houston ranks SECOND among the 
world’s cotton exporting ports, having 
shipped 2,326,372 square bales during 
the year 1928. 







During the past year, a total of 
12,979,826 tons of cargowere handled 
through the Port of Houston. This 
is 11,769,622 MORE tonnage than 
was shipped during the year 1920. 













This marvelous growth is due to Hous- 
ton’s strategical location and the 
splendid rail and water facilities 
offered shipping interests. 








For information concerning the 
Port of Houston, address the Di- 
rector of the Port; and send for 
this interesting magazine. 




























DIRECTOR of the PORT 


5th Floor Courthouse 
HOUSTON TEXAS 





















RAILROAD OUTLOOK FOR 1929 


“Giving consideration to all the ‘ifs’ in the problem, and 
with due realization of the dangers of prophecy even nine 
months ahead, the following,’ said Julius H. Parmelee, director 
of the Bureau of Railway Economics, in an address at New 
York, before the American Statistical Association, “are my 
guesses as to the various elements of the railroad outlook for 
1929: 


1, An increase of from one to two per cent in freight traffic. 

2. A decline of five per cent in passenger traffic. 

3. An increase of 75 to 100 millions in rail revenue. 

4, An increase of 50 to 75 millions in net operating income. 

5. A rate of return on investment ranging between 4.8 and 5 per 
cent, compared with 4.71 per cent in 1928. 


Mr. Parmelee emphasized that railway business was a com- 
posite reflection of business in general and that, in considering 
the railway outlook for any year, therefore, the principal prob- 
lem was to go behind the immediate prospects of railway traffic 
and to consider the possibilities of active production and move- 
ment in all the basic industries that distributed their products 
by rail. He explained that neither time nor opportunity ex- 
isted for such an extensive consideration of the railroad outlook 
for 1929 and that he, therefore, devoted himself principally to 
a statistical and graphic analysis of what had been happening 
in the railway field in recent years, and what conceivably might 
happen this year in the light of recent experience. 

“I will devote myself principally to the freight ‘traffic in 
1929,” said he. “This I do for two reasons: First, four-fifths 
of the revenue flowing into railway coffers comes from the 
freight business, and, second, the trend of passenger traffic has 
been steadily downward, and there appears no reason to believe 
that the trend has been checked.” 

Discussing the marked decline in passenger traffic since 1920, 
principally because of automotive competition of various types, 
he said the rail revenue from transportation of passengers had 
dropped from close to 13 hundred millions of dollars in 1920, 
the largest amount ever received for passenger business in a 
since year, to 900 millions in 1928. 


Freight Traffic Outlook 


“Turning to the freight traffic, the situation is more hope- 
ful,’ said he. “Much attention has recently been directed to 
the fact that the railways are meeting severe competition from 
other agencies of freight traffic, particularly the truck on the 
highway and the boat or barge on the inland waterway. That 
this competition exists, there is no question. But we generally 
overlook the fact that it has not yet made great inroads into 
rail freight movement. I use the word ‘great’ in a relative 
sense, of course. Careful estimates seem to indicate that fhe 
number of ton-miles handled by trucks on our highways each 
year, so far as they are competitive with railway traffic, plus 
the total ton-miles by inland waterways, exclusive of the Great 
Lakes and the Panama Canal, do not represent more than six 
per cent of the total ton-miles by rail. Including the Panama 
Canal, the ratio would, of course, be greater. 

“Despite active competition from the highway and the water- 
way, and, to a lesser degree from the air, the railways in 1926, 
1927 and 1928 handled the largest traffic of any three years in 
their history. The total freight traffic for 1926 was the great- 
est for any one year on record; the freight traffic for 1928 was 
the second greatest; while the freight traffic for 1927 was the 
third greatest. 

“Such a statement does not tell the whole story. The ques- 
tion does not go so much to the actual amount of traffic handled 
by rail, as to its recent trend. Consideration of that phase of 
the question also offers some elements of encouragement.” 

After referring to charts he had prepared, Mr. Parmelee 
said that not only had the freight traffic of the last three years 
been the greatest in railway history, but that it had also run 
above the level of a trend line based on pre war normal growth. 
Said he: 

Turning for a moment to recent financial results, the net operat- 
ing income earned by the railways in 1926 was the greatest in history, 
while that earned in 1928 was the second greatest. Although the 
totals represented by the net operating income in these two years 
were large, they did not represent a high rate of return on railway 
investment, that rate being below five per cent in both of the years. 

Bases for Predictions 


What now are the prospects for 1929? We have two guides, one 
being the trend of recent years, the other the first few weeks of the 
present year. As we stand now at the middle of March, the per- 
formance thus far in 1929 will supply a corrective factor to any more 
general astimate. 

The general trend of freight traffic being upward, it would be 
logical to expect some increase in 1929 over 1928 and 1927, although 
traffic must increase about three per cent over 1928 merely to get 
back to the peak of 1926, from which the past two years have 
receded. To place 1929 in the same relative position as 1926 with 
respect to the trend line, the increase of 1929 over 1928 must be 
seven per cent. That is, such an increase would place the 1929 traffic 
as much above the trend line as was the traffic of 1926. On the other 
hand, the traffic this year could drop five per cent under 1928, and 
still be above the trend line for 1929. 

Trying another method of approach, the normal annual growth 
of railway ton-miles has recently been computed at 3% per cent. 
My own analysis of varying period of growth since 1890 shows in- 
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creases ranging between a minimum of 2% and a maximum of five 
per cent per year. Utilizing the minimum of 2% per cent, and ap- 
plying it to the last four years, the aggregate for 1929 would be 
about six per cent above 1928, and about three per cent above the 
record traffic of 1926 

Let us take the extremes of these various methods as the pos- 
sible maximum and minimum for 1929, namely, an increase of seven 
per cent over 1928 and a decrease of five per cent. This supplies g 
range of twelve percentage points for purposes of conjecture. 

We may now narrow this range of twelve per cent by gradual 


steps. Basing a computation of possible traffic in 1929 on the more 
recent trends since 1927, the increase in 1929 would be about one 
per cent over 1928, and slightly below 1926. ’ 


As the current economic factors in other lines of industry seem 
to point to an increased volume of trade for 1929, and as railway 
traffic parallels the volume of trade, I think we may safely limit 
the wider range of twelve per cent to a narrower range, by assum- 
ing that the probabilities favor some traffic increase this year. We 
may further assume that a seven per cent increase would also be 
outside the probabilities. On the whole, I incline to a range of four 
points, or from one per cent above 1928 to five per cent above 1928. 
Where within this narrower range is the final freight traffic of 1929 
likely to strike? 

To secure light on this question, 
already in hand for 1929. 


Traffic This Year 


The net ton-miles of freight traffic for the month of January this 
year were approximately seven per cent greater than in January 
last year. Revenue carloading figures, which are available to a later 
date, show for the first nine weeks of the year, or to March second, 
an aggregate four per cent greater than in 1928. Were this last per- 
centage of increase to continue through the balance of the year, the 
total traffic for the year 1929 would be four per cent above 1928, 
about two per cent in excess of 1926, and would create a new record 
in railway freight movement. 

However, there is reason to belive that the percentage increases 
now being experienced will not continue to the close of the year. 
It happens that the traffic for the first half of 1928 was below normal, 
while that of the second half was above normal. The performance 
for the first few months of 1929 is being compared against the rela- 
tively depressed months of 1928, and at the same time present re- 
sults are slightly below the corresponding period of 1926. ... 

Perhaps the best line on the possible traffic results of 1929 
may be gained by combining the traffic results of the first nine weeks 
of the past three years, 1926, 1927 and 1928, and projecting a line from 
that base. During the first nine weeks of the three years in ques- 
tion, carloadings average 8,292,000 cars. The corresponding total for 
1929 has been 8,315,000 cars, an increase of three-tenths of one 
per cent. If this increase is continued to the end of the year, total 
traffic for 1929 will increase more than one per cent above 1928 and 
1927, but will be nearly two per cent below 1926. The year 1929 
would then not break the record, but would stand as the second best 
year in history. 

To bring these predictions to a definite statement ig terms of 
money, rail operating revenues for 1929 will apparently experience 
an increase of from one to two per cent in freight revenue, and a 
decline of five per cent in passenger revenue. Revenues from mail, 
express, and other sources are likely to exceed those for 1928. On 
the whole, I look for an increase in total operating revenues of from 
seventy-five million dollars to hundred million, compared with 1928. 


Operating Results 


What will this mean in net operating income, after expenses and 
taxes have been met? The answer to this question may be gleaned 
in part from the experience of 1928. In that year, freight revenue 
showed an increase of 39 million dollars, passenger revenue a de- 
crease of 76 million dollars, and other revenues an increase of five 
millions. The net result of these various increases and decreases 
was a total decline in operating revenues of 32 million dollars. Yet 
the greater efficiency and economy with which the railways operated 
in 1928 made it possible to reduce total operating expenses by 143 
million dollars. After paying somewhat higher taxes and meeting 
other similar charges, the net operating income showed an increase 
of 108 million dollars over 1927. 

Clearly, economies in cost of operation cannot continue indefin- 
itely. Taxes will almost certainly be greater in 1929 than in 1928, 
and in 1928 they absorbed the greatest proportion of rail revenue 
ever experienced. But an increase of, say 75 millions in total revenue 
should mean an increase of more than half that amount, or perhaps 
50 millions, in net income. If the increase in revenue should equal or 
exceed 100 millions, a larger proportion would probably go through 
to pe ni income item, which would be increased by from 50 to 
75 millions. 


we can turn to the results 


DISTRIBUTION OF APPLES 


Apples from the United States were distributed in all parts 
of the world in the year ended July 1, 1928, according to a study. 
made by the Bureau of Railway Economics of apple production 
and the relationship of farm, wholesale and retail prices to 
transportation costs. 

More than 93,000 cars of apples were shipped by rail from 
producing areas to markets in the United States in the year 
ended July 1, 1928. Rail hauls of 2,500 miles and over are 
common, according to the report. 

The spread of difference between low and high prices of 
apples was often several times the freight rate on a box, bushel 
or barrel of apples from producing areas to markets, said the 
report. 

“The difference between the high and low price,” said 
the report, “at New York City for apples produced in the state 
of Washington during the 1927-28 season was $2.09 per box, and 
at Chicago there was a difference of $2.83 per box. This spread 
at New York in the daily average prices of Washington apples 
was about two and three-fourths times the freight rate on 4 
box of apples shipped from any point in Washington, while 
the spread of $2.83 per box at Chicago was about three and 
three-fourths times the freight rate. The ratio to freight rates 
of the spread in prices of individual, sales was still greater. 
As freight rates were practically unchanged throughout the 
periods covered, they were in no way responsible for the ever- 
changing price situation,’ 
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WOMAN 


becomes a partner 
in American Business 


ODAY in increasing numbers Ld b | 
women are becoming partners 
in American corporations. 


Nearly one-half of the Southern’s 
18,000 stockholders are women, who 
now own 375,000 shares of Southern 
stock. In the past three years the 
total number of stockholders has in- 
creased thirty per cent., while the 
number of women stockholders has 
increased fifty per cent. 


The Southern is proud of the fact 
that so many women thus have ex- 
pressed their faith in the future of the MI : py 
Southern and the South. teers! ‘lly wid Zar eee 

Address inquirics regarding Southern Railway System Service to nF : Ae F.::: 
E. R. OLIVER mn ; 
Vice-President in Charge of Traffic - spb 
Washington, D. C. sa ‘ ' 


From the Northern Gateways at 
Washington, Cincinnati and 
Louisville ... from the Western 
Gateways at St. Louis and Mem- 
phis ... to the Ocean Ports of 
Norfolk, Charleston, Savannah, 
Brunswick and Jacksonville... 
and the Gulf Ports of Mobile and 
New Orleans . . . the Southern 
Serves the South. 


THE SOUTHERN SERVES THE 
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Freight Tariffs 


Third of a Series of Twenty-six Articles Upon This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Tariff Rules of The Interstate Commerce Commission—Part II 


When rates are transferred from one tariff or supple- 
ment to another, a specific statement must be made showing 
the portion of the tariff or supplement partially cancelled, 
so as to avoid having two sets of rates or provisions in effect 
that do not agree with each other. The complete cancella- 
tion of a tariff also cancels all supplements to the tariff, if 
there are any in effect. 

If rates are published for carriers by duly authorized 
tariff publishing agents in agency tariffs, the agents must 
cancel the rates published in the principals’ tariffs and the 
carriers may not publish in their individual tariffs any rates 
to displace the rates published in tariffs of agents, unless 
the tariffs are accompanied by supplements issued by the 
agents cancelling the rates in their tariffs, effective on the 
same dates. It should be noted that a concurrence does not 
confer any authority to cancel tariffs ; the cancellations must 
be made by properly published and filed supplements, which 
must specify where the rates may be found thereafter. 
Partial cancellations must. be made by item number, with 
letter suffix to indicate the section cancelled. Thus, item 
100-A cancels item 100, item 100-B cancels 100-A, and so 
on. An item once lawfully cancelled or eliminated by 
expiration may not be re-enstated except by republication 
under a new effective date.’ 


Amendments 


Any changes in or additions to an effective tariff is an 
amendment and must be published in supplements, except 
amendments to tariffs of less than five pages and except 
those to loose leaf tariff, which will be discussed later. 

The matter contained in supplements must be arranged 
in the same general manner as in the tariffs supplements. 
They must show: 1. An alphabetical list of participating 
carriers or reference to such a list in the tariff, which 
changes or additions are necessary; 2. The number of the 
tariff and the number of the supplement cancelled in con- 
secutive order; 3. The effective date; 4. Any exceptions to 
the general effective date; 5. Reproduction of matter 
brought forward from a tariff not in effect thirty days or 
from a cancelled supplement, with a statement that the mat- 
ter is reissued ; 6. A statement of the number of supplements 
that may be in effect at one time.” 

The Commission’s rules limit the amount. of supple- 
mental matter that may be contained in effective supplements 
as follows: 


Size of Tariff—Less than 5 pages, 
plements, none; 5 to 16 pages, maximum number of supplements, 1; 
17 to 80 pages, maximum number of supplements, 2; 81 to 200 pages, 
maximum number of supplements, 3. 

Size of Tariff—Less than 5 pages, maximum number of pages of 
supplemental matter permitted, none; 5 to 12 pages, maximum num- 
ber of pages of supplemental matter permitted, 4; more than 12 pages, 
maximum number of pages of supplemental matter permitted, 3314 
per cent of the number of pages in the tariff. 


maximum number of sup- 


The smallest of three effective supplements to a tariff 
of more than 80 but not more than 200 pages must contain 
not more than eight pages, while the smallest of four 
effective tariffs to a tariff of more than 200 pages may not 
contain more than sixteen pages. 


Loose Leaf Tariffs 
Tariffs may be published in loose leaf form and changes 


1Tariff Circular No. 20, Rule 8, f. 
“Rule 9, b to e. 





may be made by reprinting the page on which the changes 
appear, with notations indicating the changes. The loose 
leaves may be printed on one side only. The original sheets 
must be designated by number as original pages, while each 
successive reprinted page must be shown as first revised 
page (blank), cancels original page (blank) ; second revised 
page (blank), cancels first revised page (blank) ; and so on. 

A check sheet must be included in every loose leaf tariff 
next to the title page. This sheet must show the number 
of pages in the original tariff and, as new pages are added 
or old pages reprinted, with changes, the check sheet must 
be revised to correspond with the additions or changes. 
Revised check sheets must accompany additional pages or 
revised pages sent to the Commission to be filed. 

If protective covers are used for loose leaf tariffs, they 
may contain only such information as will remain unchanged 
and in use during the life of the tariffs. Supplements may 
not be issued to loose leaf tariffs except under exceptional 
circumstances and for special purposes.* 


Periodical Tariffs 


Tariffs may be reissued periodically at stated times not 
less than nine months apart, under the rules of the Com- 
mission. Tariff issues of this type must indicate, by appro- 
priate notice on the upper left hand corner of the title page, 
that the tariff will be reissued on or before a stated date 
not more than nine months after the effectiev date. Supple- 
ments to periodical tariffs may contain all amendments to 
the tariff without limit as to the amount of supplemental 
matter. 

If the dates fixed for the reissuance of particular 
periodical tariffs are not observed, the Commission forbids 
the publication of future tariffs under the provisions of its 
rule regulating this class of issues.* 


Supplements 


Supplements of five pages or more must have an index 
of the subject matter contained. If the supplement is one of 
more than twenty-three pages, it must contain, also, a table 
of contents. 

When tariffs are filed on statutory notice cancelling 
other tariffs and supplements are issued to the cancelling 
tariffs before their effective dates, the supplements making 
the same changes in both the superseded tariffs and the 
cancelling tariffs may be issued as supplements to both 
tariffs and take the I. C. C. numbers of both. Only one 
such supplement to any two tariffs may be in effect at any 
time.°® 


Adoption of One Carrier’s Tariffs by Another 


When the name of a carrier publishing tariffs 1s 
changed or when the operating control of a carrier is trans- 
ferred to another company, the carrier thereafter operating 
the property is required to file and post an adoption notice 
bearing a number in its I. C. C. series and a supplement to 
each of the tariffs covered by the adoption notice. No other 
matter may be contained in adoption supplements, though 
they must be consecutively numbered in the carrier’s I. C. C. 
tariff series. Successive supplements filed to adopted tariffs 
~~ SRule 9, e. 


‘Rule 9, f. . 
‘Rule 9, h. . 
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The Symbol of “Unquestioned Quality” 


On account of the low price levels which now obtain upon corrugated and solid fibre 
boxes, there seems to be a tendency on the part of some manufacturers of these kinds of boxes 
to “experiment” in the quality of boxes made. The railroad specifications clearly specify that 
liners on corrugated boxes shall caliper .016 or more and shall have a bursting strength per 
square inch of 85 Ibs. or higher, in accordance with the weight of contents shipped, and 175 
lbs. per square inch bursting strength, or higher, in solid fibre boxes, according to the weight of 
contents. 


It has been found that in some instances boxes are being furnished to the trade which do 
not meet the required test of the railroad companies, and this condition is evidently brought 
about by low prices. 


Under such conditions consumers of boxes should be impressed with the necessity of rigid 
inspection of all fibre boxes received, to insure makers’ compliance with railroad regulations. 
If this is not done, damage claims will be heavier with the trans- 
portation companies and the natural reaction of the railroad 
companies is liable to be higher test requirements in fibre boxes, 
which, of course, means unnecessarily high prices for fibre boxes. 


Both liners and boxes made by our companies are subjected 
to rigid inspections in both mills and box factories to insure 
proper tests. We consider this inspection a necessary part of 
SS package insurance wane goes along with the manufacture of our 

Protection togecisintranat, -- Unquestioned Quality” boxes. 





RETURN COUPON 


CONTAINE R GC ORPORATION CONTAINER CORPORATION OF AMERICA 


OF AMERICA 111 West Washington Street, Chicago, Dept. 6 


Gentlemen: Please have one of your experts check our present 
AND packing and shipping methods—without obligating us—for the 


MID-WEST BOX COMPANY ra ee 


CHICAGO, ILLINOIS 


Name — ahs 








111 W. Washington St. 





CATISY Title 





Firm a 








Six Mills—Twelve Factories Capacity 1200 tons per day Address— . a te a 
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by the adopting carriers must be numbered consecutively fol- 
lowing the numbers used for the adoption supplements. 

The old tariffs adopted must be described and tariffs issued 
by other carriers in which the carriers taken over by others 
are shown as participating carriers must be amended on statu- 
tory notice, so as to eliminate the names of the old carriers 
and substitute those of the new. 

Receivers for bankrupt carriers must file adoption notices 
and, when the carriers emerge from bankruptcy, the manage- 
ments must also file adoption notices and supplements, if the 
names of the corporations are changed. 

Adoption notices must be filed immediately with the Com- 
mission, with copies to each agent or carrier, to which a power 
of attorney or concurrence has been given. The former con- 
currences and power of attorney must be replaced and super- 
seded within 120 days by new authorizations. Partial adoption 
notices must be filed if the operating control of only a part 
of a carrier’s line is transferred to another company. Adop- 
tion notices must be filed in the same way by receivers ap- 
pointed by the courts to administer the affairs of parts of 
bankrupt carriers’ lines. 


Suspension 


The carriers or agents that have filed tariffs must file sup- 
plements with the Commission immediately on receiving orders 
suspending the issues. The supplements must be published 
without effective date and must quote the pertinent portions 
of the Commission’s orders suspending the tariffs. The sus- 
pended tariffs must not be used under any circumstances. The 
paragraphs of the Commission’s orders prohibiting changes in 
the suspended matter must be reproduced in the suspension 
supplements. 

If parts of publications are suspended by the Commission, 
the publishing carriers or agents must issue suspension sup- 
plements quoting the pertinent parts of the Commission’s orders 
and describing the parts of the tariffs suspended. The matter 
continued in force must be referred to. Suspended rates, 
charges, classifications, or practices may not be changed or 
withdrawn or the effective dates deferred further, except by 
order or special permission of the Commission. No changes 
may be made in the matter continued in effect as a result of 
partial suspension orders without special permission of the 
Commission. 

When the Commission vacates an order of suspension at a 
date earlier than that to which the application of the tariff is 
suspended, the issuing carrier or agency may file a supplement 
stating the effective date on not less than one day’s notice, 
unless the vacation order of the Commission provides other- 
wise. If no supplement of this character is filed, the suspended 
schedule affected by the vacation order becomes effective on 
the date to which it was suspended.® 


Supplements canceling tariffs or other matter must be filed 
by the issuing carriers or agents on one day’s notice when the 
Commission orders the matter canceled, unless otherwise pro- 
vided by the Commission. If the orders require cancellations 
to be made on or before given dates subsequent to the dates 
to which the tariffs were suspended, the carriers or agents are 
required to endeavor to make the cancellations effective prior 
to the dates to which the tariffs were suspended, so that the 
rates or other matter found not to be justified may be prevented 
from becoming effective. 

Suspension, vacation, and cancellation supplements must 
bear notations on the title pages showing the references to the 
appropriate orders of the Commission and the number and date 
of the proceedings on the investigation and suspension docket." 
All changes made in loose-leaf tariffs must be made by repub- 
lishing revised pages, as mentioned above.® 

Additional supplements beyond the number customarily 
allowed to be issued in connection with tariffs of various sizes 
may be published for the purpose of establishing rates, classi- 
fications, rules, or regulations in compliance with orders or 
decisions of the Commission in formal cases or under authority 
of the rules of the Commission governing the reduction of rates 
to meet the aggregate of intermediate rates, the establishment 
of rates on newly constructed railroads, or to publish rates 
under the amended fourth section of the interstate commerce 
act.® 


Special and Terminal Service Tariffs 


Carriers or their agents are required to publish, post, and 
file all the rules, rates, and charges applicable to all terminal 
or special freight services rendered in connection with freight 
traffic as well as the absorptions and allowances that increase 
or decrease the amounts paid for shipments or that increase 
or decrease the value of services to shippers. 

Special and terminal services in these categories include: 


Demurrage, switching, floating, lighterage, wharfage, storage, 
*Rule 9, k. 
TRule 9, k. 
sRule 9, k, and 9, e. 
*Rules 56, 57 and 77, Tariff Circular No. 2. 
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transfer, drayage, weighing, diversion or reconsignment, icing 
refrigeration, elevation, feeding or grazing, fabrication-in-tran. 
sit, milling-in-transit, refining-in-transit, and other transit gery. 
ices. 

These privileges are special or accessorial services not 
directly parts of the transportation services covered by the 
line-haul rates. 

Rates, rules, and regulations pertaining to services of the 
types described above may be published, in the future, in the 
following ways 


1. By including, in the tariffs containing the rates on- which the 
charges for the accessorial services are finally to be assessed, the 
specific authorizations for the extra services, the rules or regulations 
under which they are performed, and the charges for them if any 
are to be assessed. 

2. By making specific reference, in the tariffs containing the rates 
on which the charges for the accessorial services are finally to be 
assessed, the I. C. C. numbers of the separate publications con- 
taining the authority for the service and the charges to be assessed 

3. By including, in the tariffs that contain the rates on which 
the special or terminal service charges are finally to be assessed, a 
clause providing that shipments made under the rates contained in 
the tariffs are entitled to certain specifically enumerated services 
permitted in connection with the rates named in the tariffs and 
subject to the charges for such services of participating carriers 
performing the services, in accordance with the tariffs of the carriers 
performing the services lawfully on file with the Commission.” 

Joint through rates include switching, drayage, or other 
transfer services at intermediate interchange points on through 
shipments. A tariff containing joint through rates must con- 


tain a paragraph specifically stating this fact." 


Switching Tariffs 


Carriers performing switching or terminal services must 
file, publish, and post their tariffs in the same manner as line- 
haul carriers, naming the stations and facilities, track facilities, 
and other points at which shipments are received or delivered, 
The switching limits must be clearly defined, unless all the 
receiving and delivering points are named. 

Carriers must publish all switching charges in one tariff 
unless 


1. The carrier divides its line into regions and publishes a sep- 
arate I. C. C, series of tariffs for each region. In such cases sep- 
arate tariffs of switching tariffs must be published for each portion 
of the road. An example of this is the case of the Pennsylvania 
and other roads that are divided into regions. 

2. The carrier publishes a separate I. C. C. series of tariffs con- 
taining rates and charges applicable to a single commodity or group 
of commodities, such as coal or coke. If this practice is followed, 
the carrier may publish a separate tariff covering all of its switching 
charges applicable only to that particular commodity or group of 
commodities. 

3. The carrier serves points of-such importance that special 
switching tariffs applicable at these points only. A carrier may 
publish separate tariffs of switching charges to be applied at im 
portant points served by it if the points are indexed in the general 
switching tariff and reference is made in this tariff so the IC. C 
numbers of the separate tariffs published for these places. 


Two or more carriers may join in the publication of con- 
solidated switching tariffs applicable at specified points through 
joint tariff publishing agencies. The general switching tariffs 
of each carrier must index the points covered by agency switch- 
ing tariffs and show the I. C. C. index reference to each tariff. 

If any provisions are made for the absorption of connecting 
line switching charges out of the rates of a carrier, the arrange- 
ments to be observed must be published in the carrier’s switch- 
ing tariff or in a single separate publication providing only 
for the basis of absorption of switching charges in each of the 
carriers’ I. C. C. tariff services. If the charges for switching 
or other terminal charges are not specifically arranged to be 
absorbed in whole or in part, they must be added to the line- 
haul rates.” 

Distance Rates and Mileage Tables 

Individual carriers or agents acting for several carriers may 
file tariffs containing distance or mileage rates, either class or 
commodity rates, or both. Distance or mileage commodity rates 
may be used only when no specific through commodity rates 
are provided from and to the same points, while distance or 
mileage class rates may be used only when no through point-to- 
point class rates are available. Tariffs that contain only dis- 
tance class or commodity rates, or both, must indicate which 
types of rates are contained on their title pages. 

Specific and distance or mileage rates may be published 
without provision for their use alternatively with specific rates 
in the same tariffs with specific class or commodity rates. 

Carriers must publish, post, and file, either individually or 
through tariff publishing agents, tariffs containing lists of their 
stations and the shortest distances via their lines between the 
stations, between stations and junction points, and between 
common junction points, so that accurate distances can be 
computed.” 

Station Lists 


Carriers may file tariffs containing lists of station locations, 


Effective July 10, 1928, see Rule 10, b, Tariff Circular No. 20. 
“Rule 10, c. 

Rule 10, e and f. . 

#8Rule 10, h, effective November 10, 1929. 
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These Electrified Machines 






cut handling costs 


Handling package material—for- 
merly so costly—becomes a rela- 
tively small item of expense with 
electrified machines. 


Stackers, inclined elevators, belt 
and slat conveyors—all are pro- 
moting vast economies throughout 


industry. 


Apply the proper G-E 
motor and the correct 
G-E controller to a spe- 
cific task, following the 
recommendations of 
G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or otherwise 
connected to all types 
of industrial machines, 
G-E Motorized Power 
provides lasting assur- 
ance that you have 
purchased the best. 


GENERAL ELECTRIC 


GENERAL ELECTRIC COMPANY, SALES OFFICES IN PRINCIPAL CITIBS 





SCHENECTADY, N. Y., 


G-E Motorized Power—found on so 
many of these machines—costs lit- 
tle, uses little power, requires little 
attention;and it is always ready for 
service at the touch of a button. 


Your nearest G-E office is always 
ready to supply information as to 
the advantages of electrified ma- 
chines. 
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alphabetically and geographically arranged; prepayment require- 
ments; freight station facilities; billing instructions to be fol- 
lowed in consigning freight from or to points not located on the 
lines of the carriers; the abandonment of stations or the ad- 
dition of new stations; changes in the names of stations; and 
restrictions applicable to the acceptance and delivery of freight. 
No rates or charges may be included in tariffs of this class. 
They may be amended by supplement, usually effective on one 
day’s notice, though thirty days’ notice is required of the chang- 
ing of the index numbers of stations or of the addition or 
abandonment of stations.* 


Car Capacity Tariffs 

Rates are sometimes published in such ways as to require 
official information concerning the capacity of cars used or on 
their dimensions. Carriers publishing such rates must publish 
individual tariffs or concur in agency tariffs showing the official 
stenciled numbers and initials, dimensions, capacities, owner- 
ship, and other information required by law to be shown with 
respect to freight car equipment. The Official Railway Equip- 
ment Register and the Tank Car Gauge Book tariffs fall in this 
group. These tariffs may be amended by supplements effective 
on one day’s notice filed with the Commission.* 


4Rule 10, i. 
%Rule 10, j. 


OCEAN CONFERENCE PROPOSED 


A proposal for the holding of an international conference 
at London “to classify commodities and establish equitable rates 
for ocean commerce” is suggested in a statement issued in 
Los Angeles by Edward N. Hurley, formerly chairman of the 
Shipping Board. 

“I am in favor of an international conference by shipping 
experts of the maritime countries to meet in London to go 
into the question of classification of commodities in ocean 
business,” said he. “I hope that President Hoover, with his 
great vision and knowledge of international affairs, will have 
time to consider this matter in the very near future.” 

Mr. Hurley said it was of great importance to world progress 
that there be stabilization of rates on commodities in inter- 
national commerce on a basis that was sound and fair to the 
shipper, to the ocean transportation lines, to industries and to 
the people of various communities and countries, due to the 
great developments throughout the world in making new prod- 
ucts. He said it was most important to the manufacturer and 
the shipper that they be able to ascertain what group classifi- 
cation would be given in figuring transportation rates. 

According to his statement, it appeared that Mr. Hurley 
believed practices of the railroads in the United States could 
be extended with benefit to ocean transportation, as to which 
he thought no progress had been made in twenty-five years as 
to classification of commodities and a “scientific rate structure,” 
although there had been progress in expediting ocean shipments. 


“The first step has been taken by the establishment of 
conference agreement rates which have given some stability, 
but there must be improved classification of ocean rates that 
will benefit, not only the shipper, commerce, industry and the 
consumer, but the steamship companies themselves,” said he. 
“The present method is at best a hit and miss arrangement. 
Rates are too low on a great many commodities and are too 
high on many others. There must be a classification in groups 
that will result in many commodities paying their equitable 
share of operating costs. On the other hand, many products 
pay a‘rate injurious to industries and to districts. There are 
numerous angles to the situation that should be gone into care- 
fully for the general good both of the export and the import 
business of the world. An international conference at London 
well can take up this big task of developing a balanced rate 
structure that will give ships hauling the world’s products a 
fair return on the capital invested and at the same time will 
on a sound basis get the products of the manufacturing coun- 
tries to foreign markets. 


“The United States Shipping Board might have at the con- 
ference a Department of Commerce representative, an experi- 
enced shipping man and a railroad classification expert. The 
importance to the manufacturer may be seen in the fact that 
ninety per cent of the manufacturing countries of the world 
ship only one ton of finished product out of every five tons of 
raw material. These figures indicate that the varied finished 
products from many thousands of kinds of raw materials will 
require most systematic classification on the world commodities 
of all nations.” 


BIDS FOR FUEL OIL 
The Merchant Fleet Corporation has called for bids to be 
opened March 26 in Washington for Diesel fuel oil for Shipping 
Board vessels at the port of New York. The estimate as to 
requirements is 50,000 barrels a month. 
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OVERSEAS FREIGHT RATES 


The Traffic World New York Bureay 


Overseas freight rates in the last week have remained 
virtually unchanged at the level prevailing for some time pre. 
viously. Shipowners have succeeded in maintaining their figures 
on the basis of 14c for heavy grain to Antwerp-Rotterdam, 
The demand for space by shippers has been sufficient to absorp 
available vessels, with the result that surplus tonnage has been 
kept off the market. 

The West Indies traffic continues to absorb all medium 
and small vessels offered at market rates. Little change jp 
existing conditions is expected until early in April. 

The grain trade has remained inactive. One vessel has 

been fixed to West Italy at 17c for early April loading, anq 
inquiries are reported from St. John to West Italy at 17% cents a 
hundred pounds. Little interest has been shown in May bugi- 
ness from Montreal, though one fixture has been reported from 
Montreal to Antwerp or Rotterdam for last of May loading. 
, The current level of heavy grain rates is as follows: from 
Atlantic ports for April loading 3s to 3s 3d to the United King. 
dom, 134%c to Antwerp-Rotterdam, 14%c to Hamburg-Bremen, 
17 to 17%c to the Mediterranean; from Montreal for May-June 
loading 3s 3d to the United Kingdom, 13% to 1l4c to Antwerp. 
Rotterdam, 141%4°to 15c to Hamburg-Bremen, 171% to 18c to the 
Mediterranean. 

Some freight brokers point out in the weekly reviews that 
little improvement can be expected in overseas traffic from this 
country until the current heavy movement of grain from the 
Argentine has terminated, and until the demand from Europe 
due to decreased crops there can be estimated. 

What is regarded as an important step toward the expan- 
sion of the business of the Port of Boston was taken when the 
legislative committee on metropolitan affairs reported a measure 
known as the port authority bill. The measure creates a com- 
mission of five, two to be appointed by the governor and three 
by the mayor, which would be given broad powers relative to 
port problems such as are enjoyed by the Port of New York 
Authority. 

Attention of shippers to Eucador is called to the government 
regulation which provides that, when making out commercial 
invoices and consular documents, no abbreviations, or use of 
dots, or the word “ditto” are permitted, all wording describing 
particulars given on consular documents and commercial in- 
voices must be written clearly and in full (in Spanish). 


NEW YORK CONGESTION DENIED 


The Traffic World New York Bureau 


The Port of New York Authority has written a letter to 
L. A. Downs, president of the Illinois Central, denying the in- 
ferences in a pamphlet published by that railroad that con- 
gestion exists in handling import and export traffic at that port. 

The Port Authority informs Mr. Downs that it has conducted 
a thorough investigation among carriers and terminal companies 
to determine if there is any truth in the frequent reports of con- 
gestion at New York. Mr. Downs is invited to send any informa- 
tion that he may have on this subject to the Port Authority. 
The latter states that there has been a tremendous expansion 
in port facilities capable of handling much more trade than is 
now passing through this gateway. 

The Illinois Central pamphlet under discussion is entitled, 
“Our Commerce with Latin America.” The Port Authority 
communication, signed by chief executive officer J. E. Ramsey, 
follows, in part: 

“Allow me to congratulate you on your foresight in prepar- 
ing this very interesting and instructive statement. It is 4 
tribute to the initiative of the Illinois Central. Since in your 
foreword you invite criticism and suggestion, I would like to 
call your attention to the first paragraph on page 8, under the 
heading “Some Advantages of New Orleans,” which reads: 

The water route from New Orleans to Brazilian and Argentine 
ports is about 320 miles greater than from New York, but many 
Mississippi Valley shippers find the New Orleans route more satis- 


factory due to absence of congestion at New Orleans and the greater 
facility with which goods can be dispatched through that port. 


“The inference of this statement is that congestion does 
exist at the Port of New York in the handling of import and 
export traffic to and from South America. Because of similar 
statements in the past, we have made persistent inquiry among 
the carriers and terminal companies serving the Port of New 
York to determine whether there has been any chronic con- 
gestion or delay in the handling of foreign commerce. The 
answers to our inquiries show none. 

“Moreover, the testimony presented in the hearings before 
the Commission in Fourth Section Application 2040 et al. 
demonstrated quite clearly that there has been no congestion 
in handling of import and export freight through the Port of 
New York in recent years, and that on the contrary there has 
been a tremendous expansion of facilities capable of handling 
much more trade than,is now passing through this port. 

“Is it not possible that reports concerning the situation at 
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EVERYBODY’S ON TIME AT MEAL TIME 


in =P 


Wem heeltrachie 


CHICAGO - MILWAUKEE 
ST.PAUL - MINNEAPOLIS 


Many a man and woman has vowed everlasting 
allegiance to the New Pioneer Limited after a dinner 
on this famous train. Good food makes friends quickly 
— and keeps them. Every evening on departure 
from Chicago—often before — passengers are enjoy- 
ing the famous table d’hote dinner. The lingering 
over the inimitable dinner by Rector, Broadway’s 
favorite, comes after the meal. And through it all 
never a ripple in their coffee cups— thanks to silent 
roller bearings and the marvelously smooth riding 
they produce. 





Observation car, ladies’ lounge, club car, valet, in- 
dividual bedrooms, coil spring mattresses. Travels 
the short route between Chicago and the Twin Cities 
via Milwaukee; the only double tracked route; the 


i 1. / LAGD water-level route. 
DT, weevecum . sdeide . santToownn 


ST. PAUL 6:30 p.m. Lv. ...Chicago... Ar. 8:35 a. m. 
AND 9:00 p.m. Lv. Milwaukee Ar. 6:10 a. m. 
Pacrril 7:10 a.m. Ar. ...St. Paul... Lv. 8:40 p.m. 
7:55 a.m. Ar. Minneapolis Lv. 8:00 p. m. 


GEO. B. HAYNES, Passenger Traffic Manager 
The Milwaukee Road 
Chicago, Ill. 


Ohe MILWAUKEE 
uw LONGEST ELECTRIFIED RAILROAD RO AD 











720 


the railroad pier stations on Manhattan Island, which stations 
handle foodstuffs and merchandise for domestic distribution, 
have given you the impression that a similar situation exists in 


the handling of import and export freight? This confusion of 
the domestic delivery with the service to shipside seems to be 
prevalent and leads to incorrect statements about the Port of 
New York. It is true that, from time to time the pier stations 
handling purely domestic freight are taxed to capacity and con- 
gestion has been noted. 

“This situation has been alleviated in recent years by the 
use of the motor truck as an auxiliary. However, with the 
exception of a very limited amount of L. C. L. freight moving in 
import and export trade, these facilities are not involved in the 
foreign commerce of the port. 

“T am sure that you do not desire to spread incorrect in- 
ferences concerning the situation at the Port of New York which 
are without foundation, and we would appreciate receiving any 
information in your possession bearing on congestion due to a 
lack of facilities at New York.” 


ST. LAWRENCE WATERWAY PROJECT 


Probable cost of the St. Lawrence lakes-to-sea waterway, 
the extent to which ocean-going vessels could utilize a 27-foot 
channel, and estimates of traffic available for such a waterway 
were discussed by Harold G. Moulton, president of the Brook- 
ings Institution, before the Traffic Club of Chicago March 21. 
His subject was “Transportation Aspects of the St. Lawrence 
Waterway.” 

“The construction of the St. Lawrence waterway has been 
urged on three principal grounds,” said he. “First, it is con- 
tended that it will greatly reduce transportation costs, thereby 
giving much needed relief to the interior of the country; second, 
that it is necessary for the purpose of relieving railway traffic 
congestion; and third, that it will lead to the development of 
vast water-power resources. Since the St. Lawrence River flows 
for a part of its course between the United States and Canada 
the co-operation of the two governments is required if the 
project is to be carried to completion. 

“For several years the Institute of Economics of the Brook- 
ings Institution has been studying the economic aspects of the 
St. Lawrence waterway in its relationship to the general trans- 
portation and power problems with which both Canada and the 
United States are concerned. I am here concerned with dis- 
cussing only the transportation phase of the problem. 


Probable Cost Involved 


“It has been estimated by the joint board of engineers 
that a 27-foot waterway could be constructed at a cost of 
$249,759,000. This figure does not include the costs that are 
assignable to the power development, amounting to approxi- 
mately $213,000,000 more. 


“These estimates of the engineering board do not, however, 
by any means measure the total costs that would have to be 
incurred by the people of the United States and Canada in con- 
structing the waterway and making it available for ocean ship- 
ping purposes. In the first place, interest on the capital invested 
during the years of its construction is admittedly not included; 
second, the cost of harbor improvements and port developments 
is not in the picture; and, third, the cost of the Welland Canal, 
which the Canadian government already has under construction 
at an estimated cost of $115,000,000, has not been included. On 
the basis of the known costs of similar waterway developments 
we have concluded that the total cost of constructing a 27-foot 
channel and providing that depth in inter-connecting channels 
and lake harbors would amount to more than $700,000,000. The 
additional costs assigned to power would bring the grand total 
to more than $900,000,000. 

“The annual overhead expenses on the navigation project, 
including maintenance and upkeep, would amount to at least 
$40,000,000. This sum would represent the annual contribution 
of the taxpayers of the country for the support of this enter- 
prise. It would be a direct subsidy intended to reduce the trans- 
portation rate that shippers would otherwise have to pay. In 
considering the total national cost of transportation, these over- 
head charges cannot, of course, be ignored. 

“It has been assumed that a channel depth of 27 feet would 
accommodate, if not great passenger liners, at least the bulk 
of ocean shipping. We have made an investigation of the depth 
of channel that would be required if the more efficient ocean 
cargo liners of the type that is now typically being constructed 
in world shipyards were to be able to enter the lakes. We find 
that a 27-foot channel would accommodate practically none of 
the combination passenger and cargo vessels now engaged in 
the overseas trade of the United States; that it would accom- 
modate only about 13 per cent of the tonnage now operating on 
regular schedules out of Montreal, and only about 40 per cent 
of the tonnage of grain tramps out of Montreal. It would, 


moreover, accommodate only about 38 per cent of the tonnage 
of all cargo boats, including tramps, at present engaged in the 
overseas trade in the United States, and including only 15 per 
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cent of the vessels having a speed as great as 12 knots per hour 
In brief, a 27-foot channel limited to vessels drawing 24’ 
would accommodate only boats of the type now engaged in the 
coastwise trade and the smaller steamers, mainly the War-built 
United States Shipping Board boats and trampers. In yiew 
of the depth now required for the more efficient type of ocean 
cargo liners, and in view of the fact that the trend in Ocean 
shipping is steadily toward larger and deeper draft vessels, jt ig 
our conclusion that a channel depth of 33 feet would be requireg 
if the St. Lawrence waterway were to open the Great Lakes 
to ocean shipping generally and enable lake cities to riyaj 
Atlantic coast ports as entrepots of commerce. 


Would Ocean Vessels Find It Profitable? 


“In the course of our investigation the question was raigeq 
whether, even if an adequate depth of channel were provided 
ocean boats would establish regular shipping lines into the 
lakes. Since the route would be open to navigation for only a 
little over half of each year, the question of prime significance 
was whether it would be practicable to operate regular liners 
in and out of the lakes during the summer months, and then 
shift the vessels so employed to other trade routes during the 
winter months. We have taken the matter up with the leading 
shipping companies of the world, and the opinion appearg to 
be practically unanimous that cargo liners would find it impos. 
sible to shift during the winter months to other routes and 
find remunerative employment, and that it would be impossible 
to earn enough during the season of open navigation to permit 
the ships to lie idle during the off season. The case does not 
appear to be so conclusive with tramp vessels, though even 
here great difficulties are foreseen in finding remunerative em. 
ployment in the winter months for tramps engaged in the Great 
Lakes trade in summer. As one ship operator puts it: ‘I can 
speak from personal experience, as we have had tramp vessels 
bound by contract to several summer seasons of St. Lawrence 
trade, and have found it difficult to get freights for the winter 
months to give even a most modest remuneration.’ 

“The most that could possibly be expected is that the St, 
Lawrence waterway would be navigated by a limited number 
of second-class cargo liners, by smaller coastwise vessels, and 
by tramp steamers. Those who have assumed that ocean ves- 
sels generally would be attracted into the lakes have obviously 
given no consideration to the problem as it presents itself to 
the ship owner. ‘ 

Traffic Available 


“In estimating the amount of traffic available for movement 
over the St. Lawrence waterway we have made a special inves- 
tigation of every important class of traffic that might conceiy- 
ably make use of the waterway. That is to say, instead of 
assuming, as has been commonly done, that practically all the 
traffic in a Great Lakes zone extending as far west as the 
Rocky Mountains would be available for the St. Lawrence water- 
way, we have considered each seperate commodity in relation 
to the waterway—studying its place of origin, its character, its 
shipping requirements, and the various commercial considera 
tions which traffic men must consider. We conclude from 
these analyses that the total volume of traffic likely to use the 
route if shipping services were provided would not exceed ten 
or twelve million tons annually, divided roughly equally between 
the United States and Canada. Of this total grain would make 
up over 60 per cent and the bulk of the remainder would consist 
of commodities of relatively low value. 

“The annual charges for interest, maintenance, and upkeep 
on the waterway which are to be*borne by the taxpayers gel: 
erally would thus amount to approximately $4 a ton on all the 
traffic carried.” 


EXPORT COAL RAIL RATES 


“Now that the government is giving coal exports the same 
encouragement that it gives to the export of other staples, the 
association is asking the railroads to consider the advisability 
of encouraging exports of coal by publishing a proper rate on 
coal exports via tidewater,” says Arthur Hale, chairman of the 
Coal Exporters’ Association of the United States. 

Mr. Hale says the Shipping Board has for many years bee 
encouraging the export of grain, lumber and other staples of the 
United States, and that until recently it has made an exception 
of coal. 

“Now, with the approval of Congress, the board is encourag- 
ing the export of coal and is putting a fleet of eight vessels iD 
the coal trade,” says he. “They are open for charter for single 
trips or for series of trips up to June 30, 1930.” 

In the independent offices appropriation act passed by the 
recent Congress, $1,500,000, plus a reappropriation of $400,000 
of an appropriation, of $1,000,000 made a year ago, is available 
for putting Shipping Board vessels in the export coal trade. 

Mr. Hale says that 56,339 tons of coal have been exported 
in Shipping Board vessels under the new arrangement, and that 
while some of the tonnage carried by these vessels probably 
would have been mbved in foreign vessels if the board vessels 
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The Inland Waterways Corporation 
Re-opens the Upper Mississippi Division to 


THE TWIN CITIES 
April Ist 


Service resumed as follows: 


Upstream.... Lv. St. Louis April 1 
Ly. Dubuque 
Downstream..Lv. Twin Cities 
Lv. Dubuque April 8 


Regular service for the season as 
follows: 


UPSTREAM 


. St. Louis Mon. 

. Dubuque Sat. 

. Dubuque Sat. 

. St. Paul Tues. 

. Minneapolis Tues. 
(8 Days) 

. St. Louis Thur. 

. Dubuque Tues. 

. Dubuque Tues. 

. at. Paul Fri. 

. Minneapolis Fri. 
(8 Days) 


DOWNSTREAM 


. Minneapolis Wed. 
St. Paul Wed. 

. Dubuque Fri. 

. Dubuque Fri. 
. St. Louis Mon. 

(6 Days) 

. Minneapolis Sat. 

. St. Paul Sat. 
. Dubuque Mon. 
. Dubuque Mon. 
. St. Louis Thur. 

._(6 Days) 


POM Phy 
SSEEE SESEES 


“I OO fe et SO “I OO fe \O 
TOMS My > 
KEREE REESE 


* M. HOUGH, Traffic Manager, 
320 rs ng St. me 
New Orleans, 


J. P. HIGGINS, T. M. 
(Solicitation), 
Bldg., St. Louis, Mo. 


DALLAS, TEXAS, 
2610 S. Ewing St., 


BIRMINGHAM, ALA., 
822 Brown Marx Bldg. by 
N. W. Guice, Gen. Agt. 
CHICAGO, ILL., 
521 Austin Bldg. 
W. F. Johnson, Gen. Agt. 
CINCINNATI, OHIO 
y Union Cen. Life Bldg., 
. Thompson, Com. Agt. 


io Cleburne St. 


1204 Federal Commerce Trust 


L. W. Carson, Trav. Frt. Agt. 
HOUSTON, TEXAS, 


Golden, Com. Agt. 

LOS ANGELES, CAL., 
807 Pacific Elec. Bldg. a 
C. G. Krueger, Com. 


Gare san should arrange now to take advantage of the 
benefits afforded by the resumption on April | of Fed- 
eral Barge Line operation to the Twin Cities. This will 
provide superior service and low rates for high class freight 
from St. Louis, Chicago, and other southern and eastern 
points to Minneapolis, St. Paul, and Upper Mississippi 
Valley territory. 


Straight package cars will be operated from Chicago 
to Dubuque, giving quick service and direct connections 
with the sailing north-bound from Dubuque each Tuesday 
and Saturday, arriving in the Twin Cities the following 
Friday and Tuesday, thus affording a four-days’ service 
between Chicago and the Twin Cities. Sixty barges and 
four tow-boats will be operated in this Upper River service. 


Through bills of lading cover all shipments and the 
river rates are approximately 80% of rail rates. The joint 
barge-and-rail rate to and from interior points offers a 
saving of about 15% under the all-rail charges. 


Get the habit of using the Barge Line. It will save you 
money. Address your nearest representative for full infor- 
mation. 


T. Q. ASHBURN, MAJOR GENERAL, U.S.A. 


Chairman of the Board, Executive 


H. E. RUDDIMAN, Asst. T. M. 
(Solicitation 
521 Austin Bldg., 
Chicago, Ill 


ST. LOUIS, MO., 
Be Fed. Com. Trest Bldg., 
J. F. Ward, Gen. A 
ST. PAUL, MINN., 
1417 Pioneer Bldg., 
Elmer Cordes, Gen. Agt. 
SAN FRANCISCO, CAL., 
415 Customhouse, 
T. B. Esty, Pac. Coast Rep. 


BECKER, Asst. to T. M. 
( E olicitation), 
320 Magazine St., 
New Orleans, La. 


MEMPHIS, TENN., 
1201 Cotton Exch. Bidg., 
H. T. Anderson, Gen. Agt. 
ey ny MINN., 
ss oie uette Ave ny 
elwig, A 
women ALA., 
315 Van Antwerp Bldg., 
H. M. Wilson, Com. Agt. 


Cc. 


~ A, 


Agt. 
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had not been available, it is estimated that about 20,000 tons of 
the present total is new business. 

“It is to be noted that the Shipping Board has named rates 
only to the Mediterranean and South America, the markets 
where we have lost most trade, and that since January 1 more 
coal has been exported to these markets in Shipping Board boats 
than in other boats,” says he. 

“It is the policy of the Fleet Corporation to stabilize ocean 
rates rather than reduce them, and this policy has been followed 
with coal. This association has asked for vessels only when it 
believed there would be a demand for them and, so far, every 
vessel has been chartered promptly when it has been offered to 
the trade by the Fleet Corporation.” 


PANAMA CANAL TRAFFIC 

In February, 522 commercial vessels transited the Panama 
Canal and paid tolls of $2,211,961.20, according to the Panama 
Canal Record, as compared with 603 transits and $2,502,815.12 
tolls in January. In comparison with the first eight months of 
the fiscal year 1928, the corresponding period this year has had 
84 fewer commercial transits and $320,268.85 less tolls, a de- 
crease of 1.2 per cent. 


COMMERCE IN U. S. VESSELS 


American vessels, in the twelve months ended with Decem- 
ber, 1928, carried 31.9 per cent, by value, of general imports, 
and 34.5 per cent, by value, of domestic exports, of the water- 
borne foreign commerce of the United States, according to the 
monthly summary of foreign commerce issued by the Depart- 
ment of Commerce. The respective percentages for 1927 were 
33.2 and 35.1. i 

For December the percentage for general imports was 31.5 
as against 32.1 for December, 1927, and for domestic exports, 
36.5 as against 31.9 for December, 1927. 


SERVICE FROM WEST COAST 


A proposal has been put before the Shipping Board by a 
group of northwest Pacific coast men interested in shipping, 
headed by Guy M. Standifer, of Portland, Ore., for the charter 
of eight of the board’s vessels recently converted to Diesel 
engine propulsion for operation between the north Pacific coast 
and the United Kingdom and continental Europe. Kenneth D. 
Dawson, of Portland, a shipping man, is also understood to be 
interested in the proposal. 

Senator Steiwar, of Oregon, is understood to have discussed 
the proposal with President Hoover. 

Commissioner Myers, of the Shipping Board, also is inter- 
ested in the establishment of service between the ports indi- 
cated. Commerce between the northwest coast and the United 
Kingdom and Europe has been increasing to a marked degree 
and this has given impetus to the demand for establishment 
of an American flag line. 

The proposal to charter the vessels has been referred to 
the Fleet Corporation for a report. The charterers, under the 
proposal, it is understood, would pay a fixed amount for charter 
hire, and maintain the vessels as well as pay all operating 
expenses, for a period of ten years. The plan also would in- 
clude an option to purchase the vessels. 


SALE OF LINES CONSUMMATED 


The contract for the sale of the United States Lines and 
the American Merchant Lines to United States Lines, Inc., the 
corporation organized by P. W. Chapman, of New York, who 
is president of the new company, was signed March 21 at the 
Shipping Board. The purchaser agreed to pay $16,300,000 
for the eleven ships involved and leasehold rights on terms of 
25 per cent cash and the balance in deferred payments. 

The Leviathan will be delivered to the new company April 
8 and thereafter the other ships will be delivered at specified 
periods until June 6, when the Republic, the last ship, will be 
turned over to the purchaser by the board. The purchaser 
guarantees to operate the lines for ten years, and to build two 
new passenger ships to be operated as companion ships of the 
Leviathan. 

Mr. Chapman issued a statement to the effect that the bid 
had been submitted after careful consideration and that, under 
the Jones-White marine act and with the cooperation of the 
Shipping Board and the public, he expected operation of the 
lines to be a success. He believed that the transaction meant 
that the American flag was on the seas to stay. 


N. A.-U. K. FREIGHT CONFERENCE 


A conference agreement of lines operating between north 
Atlantic ports of the United States and United Kingdom ports 
was approved by the Shipping Board March 19. The conference 
has been in existence for some time, but such an agreement 
as now filed under section 15 of the shipping act heretofore 
had not been submited to the board. 

Under the agreement the carriers are to maintain a con- 
ference which is to govern the charging of reasonable minimum 
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freight rates via the particular lines from north Atlantic Ports 
of the United States to United Kingdom ports and by mutual 
endeavor and in such ways as may be proper stabilize and 
improve the steamship and export trade. The carriers agree 
with each other that none of them is to unjustly discriminat, 
against or make discounts, payments, rebates or returns of 
any description, directly or indirectly, to any shipper, cop. 
tractor, broker (except brokerage), consignee or other receiver 
of cargo. Any carrier operating vessels regularly from J, Ss 
north Atlantic to United Kingdom ports is eligible for mem. 
bership. Conference meetings are to be held at New York 
or Montreal monthly. Parties to the agreement are as follows: 


American Line, American Merchant Lines, Anchor Line, Anchor. 
Donaldson Line, Atlantic Transport Line, Bristol City Line, Canadian 
Pacific Steamships, Ltd., Cunard Line, Dominion Line, Donaldson 
Line, Ellerman’s Wilson Line, Furness Lines, Head Line and Lord 
Line, Lamport and Holt Line, Leyland Line, Manchester Liners, Ltd 
Oriole Lines, Royal Mail Steam Packet Company, Thomson’ Ling 
United States Lines, and White Star Line. : 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 9 totaled 
945,770 cars, according to the car service division of the Ameri. 
can Railway Association. This was a decrease of 31,217 cars 
below the preceding week this year, with reductions being re. 
ported in the total loading of all commodities except forest 
products, ore and merchandise less-than-carload lot freight. The 
total for the week ended March 9 was also a decrease of 5,786 
cars below the corresponding week in 1928 and a decrease of 
54,984 cars under the corresponding week in 1927. 

Revenue freight loading the week ended March 9 and for 
the corresponding period of 1928, by districts, was reported as 
follows: 


Eastern district: Grain and grain products, 5,809 and 7,129: live 
stock, 1,897 and 2,403; coal, 38,060 and 41,879; coke, 3,490 and 2,566: 
forest products, 4,862 and 6,047; ore, 1,544 and 1,326; merchandise, 
L. C.'L., 71,573 and 69,093; miscellaneous, 91,855 and 88,237; total, 
1929, 219,090; 1928, 218,680; 1927, 234,909. 

Allegheny district: Grain and grain products, 3,278 and 3,461; live 
stock, 1,665 and 1,835; coal, 41,201 and 41,117; coke, 5,868 and 5,507; 
forest products, 2,845 and 2,708; ore, 2,332 and 1,923; merchandise, L, 
C. L., 55,264 and 54,684; miscellaneous, 79,425 and 75,893; total, 1929, 
191,878; 1928, 187,128; 1927, 210,821. 

Pocahontas district: Grain and grain products, 174 and 220; live 
stock, 41 and 81; coal, 41,466 and 36,720; coke, 447 and 426; forest 
products, 1,183 and 2,009; ore, 58 and 102; merchandise, L. C. L, 7,647 
and 7,697; miscellaneous, 5,481 and 6,394; total, 1929, 56,497; 1928, 
53,649; 1927, 60,915. 

Southern district: Grain and grain products, 3,795 and 4,528; live 
stock, 1,632 and 1,936; coal, 24,764 and 27,833; coke, 670 and 601; 
forest products, 18,065 and 19,652; ore, 1,379 and 1,218; merchandise, 
L. Cc. L., 41,448 and 42,619; miscellaneous, 56,586 and 62,997; total, 
1929, 148,339; 1928, 161,384; 1927, 161,357. ; 

Northwestern district: Grain and grain products, 10,451 and 14,052; 
live stock, 7,138 and 8,939; coal, 6,381 and 7,176; coke, 1,924 and 1,764; 
forest products, 19,853 and 19,817; ore, 608 and 548; merhcandise, L. 
Cc. L., 31,989 and 32,284; miscellaneous, 34,201 and 34,440; total, 1929, 
112,545; 1928, 119,020; 1927, 116,850. ‘ 

Central Western district: Grain and grain products, 12,493 and 
14,187; live stock, 8,648 and 10,610; coal, 13,608 and 14,683; coke, 319 
and 340; forest products, 9,779 and 9,495; ore, 4,299 and 3,476; mer- 
chandise, L. C. L., 35,066 and 34,773; miscellaneous, 51,281 and 49,056; 
total, 1929, 135,493; 1928, 136,620; 1927, 138,933. 

Southwestern district: Grain and grain products, 5,860 and 5,967; 
live stock, 2,397 and 2,273; coal, 6,056 and 5,342; coke; 117 and 151; 
forest products, 8,368 and 7,791; ore, 512 and 328; merchandise, L. 
C. L., 16,755 and 16,766; miscellaneous, 41,863 and 36,457; total, 1929, 
81,928; 1928, 75,075; 1927, 76,969. 

Total, all roads: Grain and grain products, 41,860 and 49,544; live 
stock, 23,418 and 28,077; coal, 171,536 and 174,750; coke, 12,835 and 


‘11,355; forest products, 64,955 and 67,519; ore, 10,732 and 8,921; mer- 


chandise, L. C. L., 259,742 and 257,916; miscellaneous, 360,692 and 353,- 
474; total, 1929, 945,770; 1928, 951,556; 1927, 1,000,754. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 





192 1928 1927 
Four weeks in January........... 3,570,978 3,448,895 3,756,660 
Four weeks in February.......... 3,767,758 3,590,742 3,801,918 
Week ended March 2.............- 976,987 959,494 989,863 
Week ended March 9............- 945,770 951,556 1,000,754 
ME fos cacinacceanasavaaen ee oon 9,261,493 8,950,687 9,549,195 
SAND AND GRAVEL RATES 
The committee of carrier and shipper representatives 


appointed March 12 to work out an adjustment of southern 
Illinois sand, gravel and crushed stone rates in connection with 
docket 21939, sand, gravel and crushed stone from Indiana and 
Illinois points to destinations in Illinois, and the two cases 
joined with it (see Traffic World, March 16, page 648), finished 
its work as to the single line adjustment this week. The results 
will be presented to a general conference of the interested 
parties at the Sherman Hotel, Chicago, March 25. A conference 
has been set for April 22, to take up the joint line adjustment. 
Following that, on April 29, there will be a final conference and, 
in the event that is necessary, hearing on such matters 4 
remain to be settled. It is understood that will close the pro 
ceeding. 

In addition to the members of the committees previously 
named, the following have worked with the committee dealing 
with the southern Illinois situation: S. G. Kemp, B. & 0.; 
Connor, Southern Railway; W. J. Lahr, Burlington; H. P. Cor 
nick, L. & N., and E.,A. Wiffler, M. & O. 















Mareh 23, 1929 THE TRAFFIC WORLD 723 


‘ a2" Se 


a 


— oo @ 


= 




















Just as many men continue to shy at Friday-the-thirteenth, 
because it is “supposed” to be an unlucky day, so do many 
shippers continue to route their Oriental cargoes via South 
Pacific ports because they are “supposed” to be the nearest 
or natural gateways to the Orient. Habit, largely, yet many 
persist in doing it! 


As a matter of fact—Seattle is the nearest and consequently 
the natural and logical gateway to the Orient. 


Take Yokohama, for instance: Seattle is over 500 miles 
NEARER to Yokohama than are South Pacific ports. By 


Four trans-continental 


the “established trade route” via the Hawaiian Islands, Seattle rail lines and innu- 
is nearly 1,500 miles nearer. The difference in time is propor- merable trans- Pacific 
tionate—running from a day to a week, depending upon the steamship lines afford 
speed of the vessel. The same is relatively true of Kobe, wor Sree pete 
Shanghai, Hongkong and Manila—in fact, the entire Asiatic Seattle Public Termi- 
Archipelago. nals provide every fa- 


cility for the expedi- 
tious, economical and 
efficient transfer from 
car to ship. 






Not only does this route Vv Hi | p VY | A Savings of from a 
make possible quicker day to a week in 
and more propitious de- “in transit” time 


liveries, but there is P U B 1 { é mean — 


a proportionate saving saving in insur- 


ees TERMINALS Eons 
THE PORT OF SEATTLE 


Up-to-the-minute equipment of the Port of Seattle insures greatest ~~ 
dispatch in transfer of cargo from car to ship. Anything from 

a hundred ton locomotive to a bale of matting can be handled 

with equal facility and dispatch. 


Bell St. Terminal - . - Seattle; Washington 


Seattle port to the Orient 






Seattle to Yokohama 


Hawait eo 
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| Personal Notes 
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L. M. Pexton, formerly vice-president, Oklahoma National 
Stock Yards Company and Oklahoma City Junction Railway 
Company, has been appointed assistant general manager, Den- 
ver Union Stock Yards Company, effective April 1. 

Cc. E. Hippensteel has been appointed traffic manager of 
the Okonite Company, Passaic, N. J., the Okonite-Callender Cable 
Company, Paterson, N. J., and the Hazard Insulated Wire Works, 
a division of the Okonite Company, Wilkes-Barre, Pa., with 
offices at Wilkes-Barre. 





H. A. Hollopeter, president of the new Transportation Club 
of Terre Haute, Ind., was born near Fort Wayne, Ind., April 
5, 1889. His life work has been devoted to transportation. 
He began his traffic 
career in 1907 as 
clerk at Briant, Ind., 
on the Grand Rap- 
ids & Indiana Rail- 
way. He shortly 
became a telegraph 
operator and then 
freight agent, serv- 
ing at various 
points between Rich- 
mond, Ind. and 
Grand Rapids, Mich. 
In eight years in 
railroad service, he 
employed his spare 
time reading law 
and finished with an 
extension course in 
traffic management. 
In 1916 he became 
traffic manager of 
the Wayne Tank 
and Pump Company, 
of Fort Wayne, Ind. 
Two years later he 
went to the Indiana 
Board and Filler 
Company in the 
same capacity and 
in 1922 was ap- 
pointed assistant traffic manager of the Indiana State Chamber 
of Commerce. In 1928 he became traffic manager of the Terre 
Haute Chamber of Commerce. 








W. F. Smith has been appointed general agent, Alabama, 
Tennessee & Northern Railroad, at Birmingham, Ala. 

W. M. King has been appointed assistant general eastern 
freight agent, Southern Railway, at New York. M. Ellingsworth 
‘has been appointed commercial agent, succeeding Mr. King. 
C. A. Egly has been appointed special traffic representative. 


DOINGS OF THE TRAFFIC CLUBS 


Railroad consolidation was the subject discussed, in all its 
phases, at the open forum meeting of the Traffic Club of Chi- 
cago the evening of March 19. The meeting was preceded by 
a dinner. Those who participated in the discussion were: 
Prof. L. C. Sorrell, of the University of Chicago; President 
T. C. Powell, of the C. & E. I. Railway; S. O. Dunn, editor of 
the Railway Age; President H. R. Kurrie, of the Monon Rail- 
way; J. H. Beek, executive secretary of the National Industrial 
Traffic League, and J. P. Haynes, executive vice-president of 
the Chicago Association of Commerce. About 100 persons 
were present. H. A. Palmer, editor and manager of The Traffic 
World, and P. R. Flanagan, assistant general freight agent, 
Chicago Great Western, have been appointed delegates to the 
seventh annual meeting of the Associated Traffic Clubs of 
America at New York in April. R. J. Wallace, traffic manager, 
Jaques Manufacturing Company, and Roy W. Campbell, traffic 
manager, Butler Paper Corporation, have been appointed alter- 
nates. 





The Omaha Traffic Club held a dinner meeting at the 
Knights of Columbus Club March 21. Standing committees 
for the year were appointed and there was a program of enter- 
tainment. 

The Women’s Traffic Club of Memphis held a bridge tea 
at the Hotel Peabody March 16. Miss Cecilia Barnes of Chaf- 
fee, Mo., was guest of honor. Prizes were awarded. 





The Traffic Club of Kansas City will hold a business meet- 
ing and “smoker” at the City Club March 25. A program of 





THE TRAFFIC WORLD 








vaudeville will be presented, following the meeting, and there 
will be a buffet supper. 





The Columbus Transportation Club will hold its annyaj 
banquet at the Neil House. April 9. Governor Myers Y. Cooper 
of Ohio, and Ted Robinson, “Philosopher of Folly,” Cleveland 
Plain Dealer, will be the speakers. Ira W. Morris, assistant 
general freight agent, Hocking Valley, and H. E. Rodenfels 
general agent, C. & O., have been appointed delegates to the 
annual meeting of the Associated Traffic Clubs of America at 
New York. 





The Junior Traffic Club of St. Louis held a meeting under 
the auspices of its traffic conference committee at the Warwick 
Hotel March 19, on the subject, “The Transportation Act of 
1920.” 





The Junior Traffic Club of Chicago elected the following 
officers March 7: President, H. A. Taylor, city freight agent, 
A. T. & S. F.; vice-president, E. M. Strook, traffic manager, 
Spencer Petroleum Corporation; treasurer, G. W. Amey, travel- 
ing freight agent, Grand Trunk; secretary; J. E. Paulin, assist. 
ant traffic manager, Acme Steel Company. The fifth annual 
dinner will be held at the Palmer House April 4. J. E. Gorman, 
president of the Rock Island, will be the principal speaker. 
Entertainment will include songs by the Pennsylvania Red 
Arrow Quartet. 





The regular meeting of the Cooperative Traffic Association 
of New York will be held March 28. On April 25 a mock trial] 
before the Commission will be presented by the traffic com. 
mittee, Kenneth Sprague, Nestle’s Food Company, chairman. 
The annual spring dance will be held May 4. 

The monthly dinner of the St. Joseph Traffic Club was held 
March 19 at the St. Francis Hotel. B. G. Voorhees, chairman, 
Republican state committee, was the principal speaker. His 
subject was “Politics.” E. J. Ehlers, traffic manager, Aunt 
Jemima Branch of Quaker Oats Company, presented a paper 
on “Our Platform,” as published in The Traffic World. B. H. 
Dally, general freight agent, Pennsylvania, at St. Louis, also 
gave information concerning that line. 





The Pacific Traffic Association held an “Aviation Night” at 
the Palace Hotel, San Francisco, March 12. Adolph Sutro, 
president of the National Aeronautical Association, presided, and 
officials of a number of air transport lines were the speakers. 
A film of the Associated Traffic Clubs’ Oakland flight of last 
year was shown. W. C. Fitch, president of the Associated 
Traffic Clubs of America, and Ross Bray, traffic manager, Trojan 
Powder Company, will represent the local association at the 
annual meeting of the national organization at New York. 





The Traffic Club of Erie held its sixteenth annual banquet, 
designated “Hammermill Night,’ in honor of the Hammermill 
Paper Company, at The Lawrence March 14. R. C. Fulbright 
spoke on “Consolidations and Public Interest.” Harrison Bald- 
win, sales manager, Hammermill Paper Company, also spoke. 
A program of songs was presented by W. F. Sheehan, general 
agent, passenger department, Delaware & Hudson, New York, 
and the Pullman Porters’ Quartet, of Chicago. There was an 
attendance of more than three hundred. 





A temporary traffic club has been formed at Amarillo, Tex., 
sponsored by the Board of City Improvement. Plans provided 
for formation of a permanent organization this week. 

(Continued on page 736) 


ATLANTIC STATES BOARD 


The Atlantic States Shippérs’ Advisory Board will hold its 
twentieth regular meeting at the Benjamin Franklin Hotel, 
Philadelphia, April 4. : 





TRANS-MISSOURI-KANSAS BOARD 


The Trans-Missouri-Kansas Shippers’ Advisory Board will 
hold its quarterly meeting at Topeka, Kan., March 27. Special 
features will include an address on “Railroad Transportation” 
by Samuel O. Dunn, editor, Railway Age, Chicago, and an ad- 
dress by Col. W. A. Biby on “Cooperation.” A joint banquet 
and vaudeville entertainment will be held at the Jayhawk Hotel 
in the evening. 


ALLEGHENY ADVISORY BOARD 


According to forecasts by the commodity committees of the 
Allegheny Regional Advisory Board at the ninth.regular meet- 
ing of that organization at Washington, Pa., March 21, railroads 
serving eastern Ohio, western Pennsylvania, northern West 
Virginia and the so-called Panhandle of Maryland will be called 
on to provide approximately 150,000 more freight~cars in the 
second quarter of this year than in the same period of 1928. 
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Almost without exception the reports of the commodity com- 
mittee chairmen were optimistic as to prospective business 
activity. 

The following are among the so-called basic industries in 
which increases are expected: Coal and coke 17.6 per cent; 
gravel, sand and stone 12.6 per cent; lumber and forest prod- 
ucts 3.6 per cent; petroleum and products 8.5 per cent; iron 
and steel 7.4 per cent; machinery and boilers 11 per cent; 
cement 5.8 per cent; brick and clay products 5.4 per cent; lime 
8.3 per cent; agricultural implements and vehicles other than 
automobiles 8.2 per cent; fertilizer of all kinds 3.1 per cent; 
paper, printed matter and books 9.8 per cent; chemicals and 
explosives 13.5 per cent; and canned goods 12.8 per cent. All 
commodities as a total indicate an increase of 14 per cent. 

The agricultural products and livestock committee predicted 
an increase of 10 per cent in carloads of potatoes to be shipped, 
but a decrease of 10 per cent in the volume of grain and 5 per 
cent in flour, meal, and other mill products. It is expected that 
the volume of hay, straw and alfalfa, fresh fruits, fresh vege- 
tables, and livestock, will approximate that of last year. Com- 
modities expected to show decreases are: Boilers 3.2 per cent; 
leather and products 12.5 per cent; and glass sand 2.2 per cent. 

Loadings of the following are also expected to show in- 
creases: Aluminum and products 17.1 per cent; brass, bronze 
and copper 9 per cent; clay 7 per cent; earthenware and pot- 
tery 11.4 per cent; electrical goods 3.3 per cent; enamelware 3.4 
per cent; general glassware 12.6 per cent, glass bottles and con- 
tainers of all kinds 4 per cent; flat building glass products 9.8 
per cent; polished plate glass 18.8 per cent; rough, rolled and 
ribbed glass 4.5 per cent; iron and steel scrap 5 per cent; rub- 
ber and products 18.6 per cent; sanitaryware 9.7 per cent; and 
slag 5.5 per cent. 

The brick and clay products committee report indicated 
increases in the following lines: Common brick 3.1 per cent; 
face brick .3 per cent; fire brick 14.5 per cent; paving brick .6 
per cent; hollow building tile 2.5 per cent; and sewer pipe 2.1 
per cent. 

The coal and coke committee segregated its estimate of 
coal shipments into producing districts, with the following in- 
creases: Eastern Ohio 45.6 per cent; northern West Virginia 
12.7 per cent; western Pennsylvania (high volatile) 22.8 per 
cent; central Pennsylvania (low volatile) 13.8 per cent. It is 
expected there will be an increase of 8.7 per cent in the ship- 
ments of coke. 

Basic iron and steel such as iron, pig and bloom; rails and 
fastenings; bar and sheet iron; structural iron; and iron pipe; 
are expected to show an increase of 7.5 per cent and tin plate 5.4 
per cent. 

All commodities not segregated were included in the mis- 
cellaneous group, the report indicating an increase of 13.9 
per cent. 

According to the banking committee’s report there is a 
noticeable shrinkage in the volume of money included in savings 
accounts as reported by individual banks in the district. This 
was accounted for by reason of the activity of individuals in 
speculation on the stock market. Generally, bank clearings in 
the district have increased slightly, or remain the same as last 
year, and the same situation is true of deposits. The commit- 
tee reported the condition of general business as good to fair, 
with two communities reporting excellent—Steubenville and 
Warren, O. Liquidations in the last three months were reported 
as satisfactory, the only exception being in coal communities, 
where the coal mining industry has not yet been revived. 

The railroad representatives assured the session that freight 
locomotive and car supply and condition, as well as terminal 
situations, were in splendid shape to receive the prospective 
additional business. 


PACIFIC COAST BOARD 


Carloadings in the territory of the Pacific Coast Transpor- 
tation Advisory Board for the second quarter of the year will 
be from 8 to 10 per cent greater than in the same period last 
year, according to the forty-two commodity committee reports 
at the meeting of the board at Los Angeles March 15. Trans- 
portation service and car supply were uniformly reported satis- 
factory. A partial summary of the reports follows: 





Automotive industry: It is estimated that 6,040 wide door box 
cars will be required, an increase of approximately 8.5 per cent, due 
to changes and improvements in the automobile, with the result that, 
this year, it is predicted the demand for the product will exceed any 
former year. 

Beans and seeds: Four hundred twenty-five cars will be required 
for the quarter ending June 30. This is a decrease of 44.2 per cent 
as compared with the loading in the same period last year. 

Brick and clay products: The 3,865 cars which it is estimated will 
be required in the quarter commencing April 1, is about equal to 
car loadings for the same quarter of 1928. 

Canned foods: An increase of 10 to 15 per cent in carloadings is 
expected, due to a larger pack last year and increased demand for 
the product. 

Cement: For the second quarter of 1929, it is estimated that 
17,000 cars will be required, this being an increase of 10.3 per cent 
over the actual loading during the second quarter of 1928. Indica- 
tions are that business will be improved through the large program 
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of the California Highway Commission, beginning July 31, and ; 
creased general building construction. ns 

Chemicals and explosives: According to present estimates will 
require 2,360 cars for chemicals; 375 for explosives, or a total of 2 135 
cars, an increase of 8 per cent, attributed to increased demand ‘fo 
the product. . 

Coal and Coke: Car requirements for the second quarter approx 
imately *5,700, decrease of approximately 7 per cent compared with 
loadings of same period last year, caused by one railroad contract 
being canceled, account changed, from coal to oil. Outlook fair. 

Cotton and cotton seed products: An increase of 8.7 per cent 
over the loading of the second quarter of 1928 is anticipated, Eight 
hundred seventy-five cars will be required. 

Dried fruits: Approximately 2,200 cars will be required, which 
represents a decrease of 29 per cent. Outlook good. 

Grain, flour and mill products: The 14,400 cars which, it is egtj. 
mated will be required is an increase of 7 per cent over actual loadin 
in the same period of 1928. Outlook good. 8 

Gravel, rock and sand: During the quarter ending June 30 ap- 
proximately 57,000 cars will be required, an increase of 5.9 per cent 
over the loadings of the corresponding period of last year, due to the 
building program of the State Highway Commission and anticipated 
increase in general building activities. 

Iron and steel: New developments-in this industry will have a 
tendency to increase car loadings which, it is now estimated, wil] ap- 
proximate 4,935 cars, or 6.8 per cent over the second period of 1998 
General outlook is good. : 
; Mining industry: Estimated that 42,500 cars will be required. This 
increase of 25.3 per cent over loadings of the same period of 1998 
caused by new developments in the industry and increased demand 
for products. 

Packing house products: The 865 cars estimated as being required 
represents an increase of 13 per cent over the same period of 1928 
The general outlook in this industry is good and unless we get con- 
siderable rain immediately, dressed lamb movement to eastern points 
in expresS cars will be much heavier than last year. 

Paper: Estimated that 2,200 cars will be required, an increase 
of 9.2 per cent over same period of 1928. 

Petroleum industry: Forty-two thousand eight hundred twenty 
cars will be required for the second quarter of 1929. An increase 
in the demand for products in this industry account for the 7 per 
cent increase of the actual loading of the second quarter of 1928. 

Poultry and dairy products: Needs for the second quarter amount 
to 1,100 cars, or 10.3 per cent greater than the actual movement same 
period of 1928. 

Sugar and suger beet: Increase of 5.5 per cent is anticipated in 
the car requirements of this industry for the second quarter, in which 
period approximately 4,740 cars will be needed. 

Vegetable and melon: Number of refrigerator cars required for 
quarter ending June 30, will be approximately 43,900 cars, an increase 
of 7.8 per cent over the loading of the same period of 1928, due to 
increased production. Largest single movement will be Imperial Val- 
ley cantaloupe crop, it being estimated that 14,000 cars will be shipped 
prior to July 1. 


WORK OF ADVISORY BOARDS 


“Shippers’ advisory boards, of which there are thirteen in 
the United States, continue to expand in their membership and 
grow in their material usefulness to the mutual advantage of 
both the shipper and receiving public, as well as the rail- 
roads, ’ says a circular issued by the car service division of the 
American Railway Association. 

_ The membership of all the boards, as of January 1, totaled 
15,648, representing practically every line of agricultural and 
manufactured product to be transported by the carriers, it 
says. Practically every member of the boards represents some 
specific commodity on which reports are given at each meeting, 
of which there were 43 last year, according to the announce. 
ment. The total attendance at the meeting is given as 19,441, 
or an average attendance of 452 at each meeting. 

The following was reported with respect to car distribution: 
’ The distribution of the freight equipment of the Class I railways 
in 1928 was 99.97 per cent perfect, according to an analysis of reports 
showing the average daily freight car surplus and shortage. This 
establishes a new record in efficient distribution of equipment. 

Final reports show that with total revenue car loadings for 1928 
of 51,576,731 cars, or a daily average of 140,920 cars, the average daily 
shortage amounted to only 42 cars, or within three hundredths of 
one per cent perfect. 

Surplus and shortage reports are issued four times a month. Of 
the 48 reports covering last year no car shortages whatever existed 
in 20 of the reporting periods. For seven consecutive periods, namely, 
from the second week in March to the first of May, there was not 
a single car shortage on any of the Class I railroads. This high 
peak of efficient distribution can be more clearly understood when 
compared with conditions in the past. 

In the year 1920, for example—the year when the carriers were 
returned to private ownership, following the Federal control period 
—there was an average daily shortage of 81,592 freight cars. In 1921, 
largely because of the slump in traffic, the average daily freight car 
shortage fell to 1,454 cars, but in 1922 it rose to 47,882 cars. 

Despite heavier traffic in 1923, the improved distribution of cars 
cut the average daily shortage down to 29,216. Since that year car 
shortages have been practically eliminated, the average in 1924 stand- 
ing “¥ 1,047; in 1925 at 443; in 1926 at 287; in 1927 at 170; and in 1928 
at 42. 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period 
March 1-7, inclusive, was 225,965, while the average daily short 
age 35 auto and furniture cars, according to the car service 
division of the American Railway Association. The surplus was 
made up as follows: 

Box, 86,603; ventilated box, 231; auto and furniture, 8,263; total 
box, 95,097; flat, 7,693; gondola, 42,842; hopper, 42,114; total coal, 84,956; 
coke, 793; S. D. stock, 22,692; D. D. stock, 3,717; refrigerator, 10,128; 
tank, 160; miscellaneous, 729. 

Canadian roads reported a surplus of 16,009 cars, made UD 
of 15,000 box, 375 S. D. stock, 630 refrigerator and 4 miscel 
laneous cars. 






























Isit 
business ~ 
) like to 

: waste the 
Company’s 


|! time? 


If time is money in your busi- 
, ness ... (and where is this not 
| true?) ... investment in the 
Ediphone will pay you imme- 
diate dividends. 

Think of gaining an hour a 
, day for the average dictator 
and two hours a day for each 
stenographer. The Ediphone 
does this . . . positively, per- 
manently. It is businesslike. 


Executives take up the re- 
ceiver and dictate as naturally 
| as they telephone. Dictation is 
an incident during the day, 
rather than a boring ceremony. 
Interruptions cause no loss of 
time for there is no stenogra- 
pher waiting to resume. 

Let us prove this at your desk. Tele- 
phone “The Ediphone,” your City, 


and ask for the book “An Easy Way 
to Chart Your Correspondence.” 


Ask for Travel Service 
THOMAS A. EDISON, Ine. 


ORANGE, N. J. 


Radio Program Monday Evenings 
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Because of Water Routes 


NEW ORLEANS 


Shippers have Freight 
Rate Advantages 


New Orleans, second port U. S. A., is a great trans- 
portation center located on, and near the mouth of, 
the great Mississippi River, which traverses thir- 
teen thickly populated states. Here, more perfectly 
than in any other city in the United States, is com- 


bined rail, ocean, coastwise and inland waterways 
traffic. 


The Inland Waterways Corporation, and several other public 
carriers operate barge service on the Mississippi River from 
New Orleans to St. Louis the year ’round; as far North as Min- 
neapolis, in season; up the Ohio River to Pittsburgh; up the 
Cumberland and Tennessee Rivers; and on the Warrior River 
to Birmingham. All-water rates are uniformly 20% less than 
competitive rail rates. Railroads connect with the barge lines 
at many points, and combined rail-and-water rates are available 
to more than thirty states. 


90 Steamship Lines 
9 Trunk Line Railroads 


Nine great railroad systems, constituting approximately 20% 
of the Class 1 railroad mileage of the United States, have their 
terminals at New Orleans. The Public Belt Railroad connects 
all railroads entering the port with each other, with the water- 
front and docks, and with individual factories. 


Ninety steamship lines have regular sailings from this port to all parts of th® 
world. With one of the finest dock systems (publicly owned), and with port 
facilities unequalled for efficient and prompt handling of cargoes and re-ship- 
ment of merchandise, New Orleans offers manufacturers, importers, exporters 
and distributors advantages worth investigating. The facts relating to your 
specific problems will be supplied without cost to you. Address: 







NEW ORLEANS 
ASSOCIATION 
OF 
COMMERCE, 
Room 303, 


NEW ORLEANS, 
U.S. A. 


TRAFFIC AS A PROFESSION 


Editor The Traffic World: 

The writer has noted with interest the efforts of The 
Associated Traffic Clubs of America and The Traffic World to 
educate the public at large that the handling of transportation 
matters is, in reality, a profession, and also the efforts of the 
two to bring about the proper education of the parties handling 
transportation problems to fit in the business world as a pro- 
fessional man. From the writer’s seventeen years’ of experi- 
ence in this line of work, | would like to make just a few 
observations of things that I believe at the present time hinder 
greatly if not altogether prohibit the making of a profession 
of this line of endeavor. 

First, it is known that a lawyer or doctor, recognized pro- 
fessions, has considerable matter that is, in a measure, secret 
from the rest of the business world at large. During the last 
few years there has been publications of rate and route books 
to a large extent that are not technical, which enable any 
salesman or office executive to handle that phase of traffic work. 

Second, and this phase is particularly true, I believe, of 
the district in which I work, there is, I understand, among the 
railroad men in this city, a passenger traffic club and a freight 
traffic club which deals with their particular problems. Among 
the commercial traffic men, however, the organization here 
is purely social and there is a lack of cooperation that might, 
if properly directed, bring considerable pressure to bear upon 
the public at large and particularly those engaged in the traffic 
line would could, through proper cooperation, educate the pub- 
lic at large and each other. 

These two facts lead to my third observation from personal 
experience. This experience is based on seevnteen years in 
the traffic end of the business, on four years’ local freight office 
work, followed by traffic bureau, army, and commercial traffic 
work. 

I have at all times endeavored to make myself more valu- 
able in a transportation way to the firms for which I have 
worked, completed a traffic course some time ago, have studied 
law and been admitted to the bar in my own state, but during 
the last five years, I believe, have failed to advance myself, 
due, not to my own capabilities or education, but to the fact 
that it becomes impossible for a man who has been in this 
end of the game as long as I have, to accept a position such 
as is offered in this line of endeavor, because the only positions 
open or offered seem to be those requiring only a rate or route 
clerk at about $150 to $175 a month, and a great many times 
less than that amount. 

Undoubtedly, such positions would offer future advance- 
ments, but it is my belief that my experience should enable 
me to advance rather than go back and start over again. This 
condition has been brought about, I believe, particularly, due 
to the fact that with the publications now placed on the 
market for use in handling traffic, that it is not necessary, in 
the majority of cases, to have a basic transportation education 
or experience. While this situation may be particularly true 
of myself only, I am of the belief that others are _ similarly 
situated and am addressing this letter to the “Open Forum,” 
as I believe that the subject is one that can stand discussion. 

W. V. Blake, Traffic Manager, 
Valley Oil Company. 
Cleveland, O., March 16, 1929. 


Mr. Blake is wrong in stating that the Associated Traffic Clubs 
and The Traffic World are trying to make the traffic man a pro- 
fessional man. We speak authoritatively, at least with respect to 
The Traffic World, and we think we are correct with respect to the 
Associated Traffic Clubs. Though there are some individuals that 
think the traffic man should rate as a professional man, and they 
may be right, all that we have tried to do is to elevate the status 
of the business or profession—whichever one may choose to call it— 
and that, as we understand it, is what the traffic clubs are trying 
to do also. Making a “profession’’ of traffic management is merely 
one way in which some persons think this end can be accomplished. 
Mr. Blake’s story, based on his own personal experience, it seems 
to us, is an argument in support of the effort that is being made to 
elevate standards, rather than one against it. His suggestion to the 
Cleveland Traffic Club is a good one. It is the idea on which the 
Associated Traffic Clubs is based.—Editor The Traffic World. 


TRAFFIC WORLD PLATFORM 








Editor The Traffic World: 

Every traffic manager having his professional duties close 
to his heart ought to feel grateful to The Traffic World on 
account of Article 7 of its platform. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous letters or communications bearing fictitious signatures will be published.) 
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If the people of this country, more particularly the business 
executives, could be made to realize the truly professional nature 
of a traffic man’s job and the great importance to industry which 
it should wield, there would be an insistent, persistent and cop. 
sistent demand for only those men who have fitted themselves 
for the position of traffic managers, and to whom should come 
the right because of effort and dogged determination to pe 
considered transportation consulars of the highest order, 

I congratulate you upon all the planks in your platform, but 
more particularly No. 7. 

Atwood & McManus Box Company, 
Division of The New England Box Co. 
R. D. Chase, Traffic Manager, 
Chelsea, Mass., March 20, 1929. 


HOCH-SMITH DEPRESSION 


Editor The Traffic World: 

I have read with some interest your editorial of March 9 
entited “Hoch-Smith Depression.” As to the general thesis 
that, even under the Hoch-Smith resolution, depression should 
be the subject of proof and not merely an assumption, I am 
quite prepared to agree. 

However, I am somewhat interested in your figures for live 
stock, particularly those for cattle. Apparently those figures 
came from the table appearing on page 35 of the February, 
1929, issue of “Crops and Markets,” published by the United 
States Department of Agriculture. In all your figures on cattle 
you have made two grievous mistakes. If you will look at this 
table closely, you will find that the column entitled “all cattle 
and calves” includes milk ¢attle. Yet, in your editorial, you 
have added the second column, including cows and heifers two 
years old and over kept for milk. Thus, in your total figures, 
you have twice included dairy cattle. To show the live stock 
situation, you should deduct the second set of figures from the 
first set of figures, which would give you the following: 


Values for cattle and calves exclusive of milk cows and heifers 


over two years old: 
925, $945,824,000; 1926, $1,015,790,000; 1928, 


192 
$1,314,560,000; 1929, $1,463,162,000. 


1927, 


$1,047,071,000; 


Instead of that representing an average value per head of 
$59.35, it represents an average value of $43.12. 

Those figures more accurately represent the situation so 
far as the production of beef is concerned, all of the other 
cattle being valued chiefly for the dairy products which they 
produce. 

The second great trouble with the figures used is that they 
represent invoice value rather than income and do not in any 
way reflect cost of production. It is -utterly foolish to argue 
that because any business has a large stock on hand either 
in quantity or in price that that business is prosperous, and 
that applies to the farmer as well as to any other business. 

I call these matters to your attention particularly because 
too much stress has been laid upon a lot of wholesale figures 
and I want to point out that those figures mean little or nothing 
with respect to the existence or non-existence of depression, 
unless they are sympathetically and understandingly analyzed 
and applied to the particular business. To be more specific, 
the figures quoted in your editorial were quoted with the appar- 
ent purpose of showing that the farmer was several million 
dollars better off as of January, 1929, than he was in previous 
years, whereas, as a matter of fact, all they do show is that 
the farmers of the country have what purports to be a larger 
invoice value in that particular commodity than they have 
heretofore had. 

R. A. Zwemer, Special Commerce Attorney, 
American Farm Bureau Federation. 
Chicago, March 18, 1929. 





The statistics on total value on January 1, 1929, of all farm 
animals, reproduced in the editorial referred to by Mr. Zwemer 
were taken from a mimeographed statement dated January 25, 
1929, headed “Livestock on Farms, January 1, 1929,” issued 
by the crop reporting board of the Department of Agriculture, 
The figures are as stated by the department. The following 
is the paragraph in the statement on “cattle”: 


Cattle numbers are practically the same as a year ago.. It 
appears that the decline in numbers which began in_ 1918 has just 
been checked. The estimated number on January 1, 1929, was 55,751,- 
000 head, compared with 55,681,000 a year earlier, and 71,229,000 on 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 







Customs A gencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, ‘Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 








Fast Freight Service 





Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 







For Complete Information 
Communicate with 









F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 













F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bidg 
San Francisco, Calif. New Orleans, La. 
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hicago, Ill. 







Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . .« 10! Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 




























| {| Expedite Your 
Shipments 





Transfers of traffic between the 15 Railroads at 
this terminal are made by the P. & P. U. Railway 
in a very short time. 


Hf] 3 
VET] Switching rates to or from all industries in 
ee, Sa Peoria-Pekin switching district are absorbed by 
| zy road haul carriers, giving all industries the ben- 
efit of Peoria rates. 


Intermediate switching rates are absorbed by 
road haul carrier. 


Route Your Bills of Lading Via Peoria, Illinois 





Inquiries solicited. Address E. F. STOCK, Traffic Manager 
Union Station, PEORIA, ILL. 


Peoria and Pekin Union Railway Co. 
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January 1, 1918, the high point of recent years. The value per head 
was $59.35 on January 1, 1929, as compared with $51.10 per head a 
year ago. The total value of cattle and calves was $3,309,000,000, an 
increase of 16 per cent over a year ago. 

In the next paragraph of the statement, relating to milk 
cows, it is stated that milk cows and heifers are included in the 
estimates for all cattle. The second page of the statement of 
January 25, 1929, gives the value of all cattle and calves as 
$3,308,837,000, that being the exact figure on which the figure 
in round numbers of $3,309,000,000 in the paragraph quoted is 
based. A footnote explains that “figures -for ‘all cattle and 
calves’ include milk cattle.” Following the total figures for 
“all cattle and calves,” figures are given for “cows and heifers 
two years old and over, kept for milk.” The value for cows 
and heifers two years old and over, kept for milk, is stated 
as $1,845,675,000, as of January 1, 1929, so that, if that amount 
were deducted from the total for all “cattle and calves,” or 
$3,308,837,000, the value would be shown for other cattle as 
$1,463,162,000. 

As we read the figures put out by the Department of Agri- 
culture and reproduced by us, there are not “two grievous mis- 
takes,’ and in the total figures dairy cattle have not been 
included twice. The total of $3,308,837,000 includes “all cattle,” 
including milk cattle, and, if one wishes to make the deduction 
for milk cattle, the result will be as heretofore indicated. The 
table referred to by Mr. Zwemer may be in such form as to 
lead him to the conclusions he has reached, but we are advised 
by those in the Department of Agriculture handling the figures 
that the figures in the two statements of the department in 
issue are the same. 

Mr. Zwemer is entitled to hold the opinion that the figures 
reproduced by us do not reflect improvement in the condition 
of the farmer with respect to live stock on the farms. We 
think they are indicative of improvement, to have as mugh 
weight as may be proper in a determination of “depression” 
under the Hoch-Smith resolution. If what you have on hand 
is worth more than what you had on hand last year, you are 
better off than you were last year. That is the way business 
men figure and that is the kind of conclusions they draw from 
their annual inventories of stock.—Editor The Traffic World. 


INDUSTRIAL TRAFFIC MANAGEMENT 


“Industrial Traffic Management,” a book by Leslie Aulls 
Bryan, assistant professor of transportation, Syracuse Uni- 
versity, has just been published by the A. W. Shaw Company, 
Chicago. According to the preface, it is intended as a text for 
students of- transportation and as a handbook for the practical 
traffic manager. 

“Little claim is made for the book on the basis of origi- 
nality of material,” to quote the preface. “It is believed that 
it is justified, however, on the basis of method of presentation, 
organization, and arrangement of the subject matter.” The 
author says he has attempted to set down the economic prin- 
ciples governing traffic management and that method has made 
it possible to eliminate many “tiring statistics.” 

The chapter headings are as follows: Introduction, duties 
of the industrial traffic manager, the geography of traffic, rate 
making principles, industrial traffic department types and ad- 
ministrative types, shipping room organization and administra- 
tion, receiving room organization and administration, expedit- 
ing and tracing shipments, the expedited freight services, spe- 
cial freight services and privileges, intraplant transportation, 
local transportation, the mail, parcel post and express services, 
traffic service organizations, traffic shipping papers, traffic ship- 
ping papers (continued), claims, the routing of shipments, 
Commission procedure and practice, additional bibliography and 
index. 





RAILROAD WAGE STATISTICS 


Total compensation paid employes of Class I railroads in 
December, 1928, amounted to $230,944,242, a decrease of 1.94 
per cent, as compared with the returns for December, 1927, 
according to the bureau of statistics of the Commission. The 
number of employes at the middle of December was 1,621,910, 
a decrease of 2.31 per cent as compared with the returns for 
December, 1927. 

By months, other than December, the compensation paid 
Class I railroad employes in 1928 follows: January, $230,972,- 
228; February, $221,813,084; March, $237,634,118; April, $229,- 
960,746; May, $242,880,334; June, $240,978,172; July, 241,831,372; 
August, $250,875,730; September, $239,632,975; October, $256,- 
359,515; November, $238,217,093. 





BROADWAY LIMITED ON DAYLIGHT SAVING 


For the first time in its history, the “Broadway Limited,” 
the Pennsylvania Railroad’s twenty-hour train between New 
York, Philadelphia and Chicago, will this year be operated on 
daylight saving time, in both directions, beginning with Sunday, 
April 28, when daylight saving time goes into effect. The 
schedules of the “Broadway Limited” will be advanced one hour, 
standard time. 
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ee ne a 
' Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical trafic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. . i 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 


| herein contemplated. 
( Address Quest’ons and Answers Department, 


Traffic Service Corporation, Mills Building, Washington, D.C. 


Liability of Carrier for Failure to Perform Service Covered by 
Bill of Lading Notation 


Mississippi—Question: A carload shipment moved from a 
point in Ohio to a point in Louisiana. The bill of lading was 
indorsed to stop at a designated intermediate point for partial 
unloading, and the published through rate applicable to such 
shipment was incorporated in the bill of lading. It developed 
there was no stop in transit privilege published by the line 
performing the service, and the carriers contend that the through 
rate named in the bill of lading could not be applied and have 
accordingly instituted suit based on combination to and from 
point of stoppage. 

We have been standing on conference rulings, 474 and 370, 
but since these rules have been rescinded it is now necessary 
to cite some formal decision wherein this doctrine was laid 
down. We have examined several of the decisions cited in 
conference ruling No. 474, as well as No. 370, but we do not 
find a case wherein the Commission has definitely laid down 
the rule upon which conference ruling No. 370 was based. 

Will you please give us reference to such a decision, if 
made by the Commission, and, if you have any court decision 
which would be helpful in our defense, we would appreciate full 
reference thereto. 

Answer: Under the Commission’s opinions in Apperson 
Bros. Automobile Co. vs. L. E. & W. R. R. Co., 81 I. C. C. 392; 
Trexler Lumber Co. vs. Director-General, 58 I. C. C. 754; Fame- 
chon Co. vs. C. B. & Q. R. R. Co., 45 I. C. C. 598, and Pole 
Stock Lumber Co. vs. G. & S. I. R. R. Co., 26 I. C. C. 451, the 
carrier’s failure to perform a service called for by a bill of 
lading notation placed thereon by the shipper does not make 
a carrier liable in damages, unless the service is one which is 
held out by the carrier under a tariff provision. See also Wall 
vs. American Ry. Express Co., 272 S. W. 76; Pa. R. Co. vs. 
S. M. Hamilton Coal Co., 125 Alt. 405; L. & N. R. R. Co. vs. 
A. H. Cleaver, 101 Sou. 597. However, in M. A. Pharr Cotton 
Co. vs. Davis, 118 S. E. 605, it was held that an indorsement on 
a bill of lading as to compressing cotton was a valid and en- 
forceable contract, notwithstanding the lack of tariff authority. 


Tariff Interpretation—“Two-for-One” Rule 


Indiana.—Question: I wish you would please advise me if 
you can cite me any Interstate Commerce Commission ruling 
covering the following case: A shipper located on line A orders 
a 50-ft. car from line B. Line B is to receive the full road haul 
from point of origin to destination. Due to the inability of line 
B to handle 50-ft. equipment on account of tunnel clearances 
the agent of line B requested the shipper to load two 36-ft. 
cars in lieu of larger equipment, protecting weights of a 50-ft. 
car. The shippers consented to do this. Line B then requested 
line A to furnish equipment as per their agreement. Line A 
in furnishing the equipment furnished one 39-ft. car and one 
36-ft. car. Neither shippers nor carriers at point of origin dis- 
covered that the first car was a 38-ft. car. 

Line B claims that minimum weight of 38-ft. car should be 
protected. 

Also, on the second order for a 50-ft. car, two 36-ft. cars 
were furnished under the same circumstances as above, but, due 
to the light and bulky commodity shipped by the shippers, they 
were unable to get the minimum weight in the first car. 

Both of the above orders could have been loaded in 50-ft. 
equipment. Do not the carriers have to protect the minimul 
weights of a 50-ft. car in each of the above cases, due to their 
inability to make tunnel clearances in order to handle? 

Answer: The Commission has held that the failure to pro 
vide for a “two-for-one” rule is not prima facie unreasonable, 
unless graduated minimum weights are provided for cars of 
different sizes. The Commission has, however, condemned 48 
unreasonable a minimum weight that is greater than the amount 
of the commodity which can be loaded into the car furnished 
where the minimum is not graded according to the size of the 
car ordered. Dallas Cooperage and Woodenware Co. vs. G. 
& S. F, 45 I. C. C. 468; Swasticka Fuel Co. vs. A. T. & S. F. 4 
l. ©. ©. 66S. . 

It seems apparent, however, that in the instant case the 
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(Oakland) plant was first chosen by this institu- 
tion. The reasons ‘ res this selection were 
simple but practical. 


y 

. || WILLIAMS LINE 

i To 

: San Diego, Los Angeles, San Francisco 

: Oakland, Seattle and Tacoma 

h ' FROM 

@ e a = 

1 Baltimore, Philadelphia, 

| New York and Norfolk 

; SAILINGS EVERY 10 DAYS Emeryville Plant of the Paraffine Companies, Inc., Oakland 

. Thru bills of lading insured to all other Pacific m 

Coast Ports, Hawaii and the Far East * a location unequaled— 

a For rates, dates of sailings and other information apply to D d 4 £ £ 

ecades ago, discerning manufacturers fore- 

f WILLIAMS STEAMSHIP COo., Inc. saw Oakland’s outstanding dominance as a 

n Moore and Water Streets, New York, Telephone Bowling Green 7394 point of —— to the eleven age 

I . ‘ states and markets bordering the Pacific, an 
kee sm 5 ah cy ont ~~ recognized its outstanding advantages as a 

P And at our Branch Offices at ports of call, etc. manufacturing center. P 

4 Today the plants of a long list of nationally- 

, known manufacturers who have chosen O2k- 

; land as the ideal West Coast location, stand in 

f full justification of the judgment of these 

; e * pioneers. And the number grows steadily. 

8 Following is the interesting statement of W. 

l H. Lowe, Vice-President and General Manager 

; of the Paraffine Companies, Inc., which has 

By Steamer been established in Oakland for forty-five years: 

n a “In 1884, the present site of the Emeryville 

- 


“First, was the close proximity to sources of 
needed raw materials and to stable supplies of 
high-grade labor. 


**Second, it was most advantageously situated in 
—— a large and highly profitable local 
market. 


: : Ww. : 
Semis OIE TE “Third, the city had excellent rail and water 
facilities for reaching distant markets. 


FAST E K L Y S ERVI CE * ‘The judgment of the company has been thor- 
oughly justified. The products of this company 
NEW YORK TO are found throughout the United States and in 


|| Vera Cruz ana Tampico 
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tribution could only have been accomplished with 
the aid of superior rail and water shipping facili- 
ties, which no other industrial district on the 
Pacific Coast can equal.”’ 


— = we bee 


Forty-five years’ experience in distributing locally, na- 
tionally and to 40 foreign countries from Oakland is one 


§ —— — of Lading to all points on the Mexican of the many experiences of nationally-known concerns in 
Q ilways or National Railways of Mexico 
6é 93 

—_—___— We Selected Oakland 
t. Regular Service from New York Manufacturers in any line of industry are cordially in- 
: to Pr d Puerto Mexi Gatlend con best serve thew manufacturint of @e- 
r ogreso an erto €xIco tributing needs in relation to the eleven western states 

‘ re and the export markets of the Orient. ‘‘We Selected 


Oakland,” giving the experiences of many nationally- 
known manufacturers operating here, will be sent on 


New YorK AND CuBA MAIL S. S. Co. request. All correspondence treated in the strictest 


confidence. 


$ 529-IS \ 
7 WARD LINE ie, 
d INDUSTRIAL DEPARTMENT, OAKLAND CHAMBER OF COMMERCE 


Pier 13, E. R., Foot of Wall St. New York City OAKLAND « Cal ifo rnia 
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provisions of rule 34 of the Consolidated Classification, or a 
similar tariff provision, are not applicable in any event, for the 
reason that there was no inability to furnish a car of the size 
ordered, but an inability to transport the shipment in the size 
of car ordered, due to clearances. The situation is analogous 
to that which was the subject of the Commission’s findings in 
Valentine-Clark Co. vs. Canadian National Railways, 139 I. C. C. 
218. In this case the Commission found that the failure of the 
Chesapeake & Ohio R. R. to provide a clearance rule in con- 
nection with the applicable rate was not unreasonable or unduly 
prejudicial. 


Perishables—Liability of Carrier for Injury Thereto 


Tennessee.—Question: We have a case where a less-car- 
load shipment of fruits and vegetables was turned over to a 
earrier in good order, but when it arrived at destination a 
portion was found to be frozen. The carrier contends that they 
are under no obligation to protect freight from freezing. Will 
you not kindly cite us to some ruling of the Commission or 
the courts which will assist us? 

Answer: Fer the shipment of goods of a perishable nature, 
such as fruit or vegetables, milk, butter, etc., it has been held 
that the carrier undertaking their transportation must furnish 
cars especially adapted to the preservation of such goods during 
the time required for their transition from the place of shipment 
to the place of destination. Beard vs. Ill. Cent. R. Co., 44 N. W. 
800. 

Other cases hold that a railroad, by its contract to carry 
safely, does not insure perishable freight against the effect of 
temperature encountered by it during the period ordinarily re- 
quired by it for transportation, unless the circumstances under 
which the contract of carriage is made are such as imply an 
undertaking to that effect on the part of the carrier, or that 
there are tariff provisions which specifically authorize such a 
contract of carriage. Brenninson vs. P. R. R. Co., 110 N. W. 
362; Pacific Fruit and Produce Co. vs. Nor. Pac., 26 Pac. 852; 
Clements vs. D. & R. G., 219 S. W. 660. 

As to the duty of a carrier to furnish refrigerator service 
for less-than-carload shipments, see Longo Fruit Co. vs. Illinois 
Traction System, 38 I. C. C. 487. See also rule 31, section 3, 
of Consolidated Classification No. 5, which provides that less- 
than-carload, or any-quantity ratings applicable on freight re- 
quiring protection against heat or cold should not obligate the 
earrier to provide refrigeration, or refrigerator or lined cars, 
heater or heated cars, or cars otherwise specially equipped for 
such protection, except under the conditions which the carriers’ 
tariffs provide. In its decision in Longo Fruit Company case, 
the Commission said: 


Section 1 of the act to regulate commerce requires carrier to 
furnish refrigerator cars upon reasonable request therefor and the 
main question presented is whether or not complainants’ request for 
refrigerator or heated cars for transportation of their less-than-car- 
load shipments is reasonable. In Lake-and-Rail Butter and Egg 
Rates, 29 I. C. C. 45, we held the determining factor to be whether 
or not the tonnage offered was sufficient to render the request rea- 
sonable. Both this Commission and the courts have held that carriers 
have the right to make reasonable and appropriate rules respecting 
the acceptance and transportation of traffic. 

Complainants’ tonnage does not appear to be sufficient to warrant 
refrigerator or heated car service, and we find nothing unlawful or 
unreasonable in the notation placed on bills of lading exempting de- 
fendants from damage caused by freezing. 


There is no duty on the part of the carrier to provide special 
services not authorized or held out by a tariff provision, under 
the decision in Dolan Fruit Co. vs. Davis, 196 N. W. 168. 


Interpretation—Application of Alternative Rates’ in 


W. T. L. Tariff 18M 


Illinois —Question: Would appreciate your advice as to 
whether the class rates between Coffeyville, Kan., index 9080, 
and Chicago may be alternated with the rates in section 3, 
part 1, of W. T. L. tariff 18-M, Agent E. B. Boyd’s I. C. C. A-1865. 

The commodity in question is new lead-covered copper cable 
rated fifth class in the Western Classification. The Chicago- 
Coffeyville fifth class rate is 60 cents. In item 7506 of W. T. L. 
18-M a rate of $1.02 appears. Prior to July 8, 1928, when rates 
prescribed in the consolidated southwestern cases became effec- 
tive, the $1.02 rate could be alternated with the class rate, as 
indicated by application on page 736 of 18-M. 

Effective July 8, 1928, the alternative application on page 
736 of tariff was amended (page 16 of supplement 7), prohibit- 
ing the application of rates in section 3, page 1, to and from 
stations for which rates were provided in S. W. L. 151, Agent 
Johanson’s I. C. C. 2008. 

One contention is that inasmuch as the Commission’s order 
of suspension in I. and S. 3130 permitted the cancellation of 
the 60-cent rate in W. T. L. 18-M, and suspended the application 
of the fifth class rate in S. W. L. 151, in so far as it applied 
on the commodity in question, only one rate remains in effect, 
viz., $1.02, minimum 50,000 pounds, as shown in item 7506 of 
W. T. L. 18-M. 

The opposing view is that paragraph 6 in the reproduction 
of the Commission’s order of suspension on page 2 of supple- 


Tariff 


ment 33 suspended the cancellation of item 7506, and that Dara. 
graph 7 suspends the cancellation of the fifth class rate of 60 
cents in so far as it was applicable alternatively with com. 
modity rates continued in force by reason of the Suspension, 

While the order of suspension does not specifically refer to 
the amended alternative application of section 3, part 1 as 
shown on page 16 of supplement 7, we believe that the amended 
provisions are under suspension, inasmuch as later supplements 
to W. T. M. 18-M, refer to page 736 of tariff for alternatiye 
application, and not to page 736 of tariff as amended. 

Answer: The effect of the cancellations in supplements 7 
and 11 to Agent Boyd’s tariff 18-M, I. C. C. A-1865, which were 
suspended by the suspension notice published in supplement 33 
would have been to cancel all class and commodity rates from 
Chicago, Ill., to Coffeyville, Kan. The suspension notice jp 
supplement 33 had the effect of suspending the cancellation of 
commodity rates on articles not embraced within the commodity 
descriptions provided on pages 308-315, inclusive, of §. w, T 
tariff No. 151, and also of suspending the cancellation of the 
alternative ‘application of class rates, published in section 3 
of Agent Boyd’s tariff 18-M, I. C. C. A-1865, with the commodity 
rates continued in effect in this tariff by reason of the gyg. 
pension notice in supplement 33. Therefore, under the gyg. 
pension notice published in supplement 33, item 7506 has not 
been canceled, but remains in effect, although subject to the 
alternative application of the fifth class rate, as published jp 
section 1. In other words, what is termed the opposing view 
as set forth in the fifth paragraph of your letter is, in our opin. 
ion, the correct interpretation of the effect of the suspension 
notice published in supplement 33. 


Transit—Tonnage Out of Transit Point Originating on Different 
Carriers 

Nebraska.—Question: Kindly advise us of any I. C. C. ru- 
ings and the holdings therein in cases analogous to the follow. 
ing: 

Grain tonnage from A arrives B via XYZ Ry., which ter. 
minates at B, and is milled in transit for C, such privilege being 
authorized in transit tariff of XYZ Ry. : 

Grain tonnage from D arrives at B via PDQ Ry., and is 
milled in transit for C, such privilege being authorized in transit 
tariff of PDQ Ry. 

In forwarding a carload of grain products from B to C via 
PDQ Ry., shipper applies credit tonnage accruing from each 
of the above described inbound movements and furnishes out- 
bound shipping instructions to PDQ Ry. It is to be noted that 
the transit privilege on a part of the credit tonnage is author- 
ized in tariff of XYZ Ry., and on the balance thereof in tariff 
of PDQ Ry., neither of which tariffs makes cross reference to 
the other. 

To further clarify the situation, it may be stated that had 
only XYZ Ry. tonnage been applied and outbound shipping in- 
structions given XYZ Ry. for movement of car via B-PDQ Ry. 
the following question would not arise. Question: Is shipper 
entitled to assessment of charges on basis of balance of the 
through rate on that portion of the applied credit tonnage which 
accrued under the transit tariff of XYZ Ry.? 


Answer: Unless carrier PDQ provides by proper tariff au 
thority for either transit on grain originating and moving into 
the transit point over other lines (see 83 I. C. C. 60 and 109 
I. C. C. 579) or provides for transit on the lines of other carriers, 
the portion of the outbound movement from B which originated 
at a point on carrier XYZ cannot, in our opinion, be accorded 
the benefit of transit at that point as a portion of a minimum 
carload shipment represented by the tonnage originating at 4 
point on carrier PDQ. 

In the absence of tariff provision by carrier PDQ, as out 
lined above, the tariff of carrier XYZ would govern the out 
bound movement of tonnage originating on carrier XYZ, the 
transit having taken place on that line. See Wallingford Bros. 
va. ©. B. 1. & 2. 102 L. ©. CC. Bed. 


Transit—Participation of Initial and Intermediate Carriers in 
Transit Arrangement on Destination Carrier Under Omnibus 
Clause in Tariff Carrying Joint Through Rate 
Louisiana.—Question: We would like to have your opinion 

in regard to the following: 

Carrier X issues a bill of lading on a car of blackstrap 
molasses from origin A to destination B, routed via carriers 
X and Y. 

Carrier Z publishes in its local transit tariff a provisiol 
allowing transit on tonnage received at B via other carriers 
and in accordance with this provision issues bill of lading 
ering a shipment of stock feed from B to C, applying the i 
bound charges from A to B on that portion of the feed repre 
sented by the molasses tonnage on which is assessed the through 
rate from point A to point C. 

Carrier X is a party to the tariff carrying the rate from 
A to C and on a through movement would participate on bas 
of regular divisions between these two points. Carrier X;, how 
ever, is not a party to local transit tariff published by carrie! 
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OCEAN DOMINION STEAMSHIP CORPORATION 
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With six high density presses 
and capacity of warehouses 
over 400,000 bales of cotton, 
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prompt deliveries at a mo- 
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May 19 
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MONTREAL, P. HAMPTON ROADS, VA. 


Ocean Dominion Steamship “Corporation Chesapeake Shipping Company 
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Z, and refuses to shrink its revenue. Carrier Z contends that 
in view of the omnibus clause published in tariff carryng rate 
from A to B as well as rate from A to C, to whch tariff carrier 
X is a party, they are obliged to participate in the transit 
allowed on its rails. 

Carrier X contends that the omnibus clause would apply 
only where the transit is allowed by a carrier party to the 
original contract. In other words, if transit was allowed by 
carrier Y, carrier X would be forced to participate in view of 
the omnibus clause carried in tariff, but that carrier Z, not 
being a party to the original move from A to B, cannot employ 
the omnibus clause to compel carriers X and Y to participate 
in the through rate from A to C. 

In case the Interstate Commerce Commission has ruled in 
parallel cases, please cite us to said ruling. 


Answer: In our opinion, under the decisions of the Com- 
mission in Transit Privileges on Grain, 92 I. C. C. 161, Mont- 
gomery Cotton Exchange vs. S. A. L. Ry. Co., 109 I. C. C. 579, 
and Transit Privileges on Cotton, 83 I. C. C. 60, carrier X may 
not refuse to apply the through rate from A to C on shipments 
receiving transit at B on the line of carrier Z. 

We are further of the opinion that, under the omnibus 
clause carried in the tariff which published the rate from A 
to C, carriers X and Y must participate in the through rate 
with transit at B on the line of carrier Z. In the former case 
the Commission, on pages 163 and 164, said: 


- The Rock Island concedes that where transit occurs at points on 
its own line the revenue from this traffic should be divided in accord- 
ance with the divisions of the joint through rate from origin to ulti- 
mate destination, though in such case the service performed by it 
is greater than where transit occurs at points on the line of respond- 
ent. Its position 1s predicated on (1) the fact that where milling 
occurs on its own line its revenue is based on the products rate, 
which is somewhat higher than the grain rate upon which its revenue 
is based where milling occurs on respondent’s line, (2) the frequent 
corrections and the uncertainty as to the revenue to be ultimately 
derived from traffic transited on respondent’s line, and (3) the pos- 
sibility that dealers or millers on respondent’s line having transit 
privileges may manipulate tonnage in such a manner as to reduce 
its revenues and increase those of respondent. We do not regard 
these considerations as controlling. The Rock Island is a party to the 
joint through rates under which transit privileges are enjoyed by 
protestants. We have frequently held that transit privileges are 
local to the carrier according them. The Rock Island is not concerned 
with the transit privileges accorded by respondent. 


. State vs. Interstate Traffic 


= Missouri.—Question: We will appreciate your opinion and 
reference to any decisions on the following: 

~A large manufacturer in Chicago has a branch located in 
St=Louis. Articles are shipped from the factory in Chicago to 
the branch in St. Louis, and distributed from there to points 
in Missouri and Illinois, as well as other states. When the 
shipments leave the factory, the shipper has no idea as to the 
ultimate destination. They may be sold by the St. Louis branch 
for local consumption, for transportation from St. Louis by 
truck or by rail. 


When a shipment is made by rail from the St. Louis branch 
to a point in Missouri and there is both interstate and intrastate 
rates provided, which would be applicable? 

Answer: Ordinarily, unless at the time a shipment moved 
from point of origin, the final destination had been fixed as the 
second destination point, the movement under a new Dill of 
lading from the original destination to a point in the same state 
is not an interstate movement. The intention of the parties 
at the time the shipment moves from point of origin governs 
and not the subsequent disposition of the shipment after its 
arrival at its original destination. C. M. & St. P. Ry. Co. vs. 
Iowa, 233 U. S. 334; B. & O. S. W. R. R. Co. vs. Seattle, 260 
U. S. 166; A. C. L. Ry. vs. Standard Oil Co., 275 U.S. 257. 

However, in this connection see Muse Lumber Co. vs. 
Director-General, 85 I. C. C. 267, in which case the Commission 
said: 

Whether a shipment is intrastate or interstate ‘‘must be de- 
termined by the essential character of the commerce,’’ which is to be 
ascertained from all the pertinent facts, circumstances, and conditions, 
and ‘“‘not by mere billings or forms of contract.’’ C. M. & St. P. Ry. 
Co. vs. Iowa, 233 U. S. 334. Upon consideration of all the facts we 
are of opinion that the transportation to St. Louis was part of a con- 
tinuous through movement from Hartwell to an interstate destina- 
tion. While yet in transit the lumber was sold and the bills of lading 
were indorsed to a dealer at an interstate point. Control of the ship- 
ments thus passes from complainant prior to the completion of the 
original contract of transportation. That he had no definite intention 
of shipping beyond St. Louis is, therefore, not material. The party 
having control of the shipments when they reached the first-billed 
destination was at liberty to dispose of them there, to direct their 
further movement beyond the state and thus fix’ the actual character 
of the commerce. Atchison & Topeka Ry. vs. Harold, 241 U. S. 371; 
Memphis Merchants’ Exchange vs. I. C. R. R. Co., 43 I. C. C. 378. The 
second alternative was exercised. 


Routing and Misrouting—Conflict Between Rate in Bill of Lading 
and Oral Routing Instructions 


New York.—Question: As subscribers to The Traffic World 
for the past fifteen years, we shall be glad if you will accord 
us the benefit of your research into the application of the 
Commission’s interpretation of Conference Ruling No. 474-C, 
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pertaining to the following situation. Should the specific Point 
in question not have been touched upon in any decision, your 
opinion will be welcome. 

A car was tendered to a carrier with bill of lading showing 
destination, and freight rate in the rate column. Car could 
only have been handled via four lines to ultimate destination, 
but only two lines were shown by the shipper in the route SDeci- 
fied, thus permitting the originating line to select the oncarry- 
ing two lines beyond the connection with its next immediate 
connection. Before this shipment was delivered to the first car. 
rier’s connection, shipper was requested by ‘phone what deliy. 
ering carrier was desired. Shipper instructed a terminal line 
over which the rate shown in the bill of lading did not apply 
but nothing was said by the carrier regarding the confliction 
between route and rate. Car traveled to destination via the 
delivering line requested by the shipper, allowing them a roaq 
haul, but at a rate considerably higher. This line would have 
to have a line haul, as there were no switching arrangements 
at destination. 

The point we desire cleared is whether or not the oral ip. 
structions to the originating carrier pertaining to the delivering 
line would allow the general principle promulgated by the Com. 
mission to be of no avail, or, in other words, did the oral ip. 
structions by the shipper cancel the application of the specific 
rate shown in the bill of lading? It is our contention that 
the oral instructions were tantamount to placing a delivering 
line upon the bill of lading and it was, therefore, incumbent 
upon the agent to request the shipper if either the rate shown 
or the route, were to be complied with. 

Answer: , Under the decisions of the Commission in Bixler 
Coal and Coke Co. vs. B. & L. E. R. R. Co., 115 I. C. C. 248; 
Armstrong Cork Co. vs. S. A. & A. P. Ry. Co., 113 I. C. C. 269, 
and Hurd Brokerage Co. vs. Wichita Valley R. R. Co., 451. ¢.¢. 
117, it is apparent that verbal routing instructions given by 
a shipper are as binding upon a carrier as the written instruc. 
tions placed by the shipper in the bill of lading. 

We locate no opinion of the Commission in which it has ap. 
plied its Conference Ruling No. 474-C under circumstances such 
as you describe, but it is our opinion that the routing instruc- 
tions verbally given by the shipper, being in conflict with those 
specified in the bill of lading, make applicable the principle of 
the Commission’s Conference Ruling 474-C, and that the carrier 
can be held liable for the additional freight charges which 
resulted from its failure to call the shipper’s attention to the 
conflict between routing instructions given by ’phone and the 
rate shown in the bill of lading. 

Prior to the request of the carrier for additional routing 
instructions, there was no conflict between the rate and the 
routing specified in the bill of lading, the routing instructions 
being incomplete and obligating the carrier to forward the ship- 
ment on the cheapest route consistent with the routing given 
in the bill of lading. 

However, the additional routing given verbally by the ship- 
per created a conflict between the rate and the then complete 
routing instructions, making it the duty of the carrier to inquire 
of the shipper whether the rate or the route should be followed. 


TRAFFIC REQUIREMENTS 


(By William C. Fitch, President, Associated Traffic Clubs of America) 


Among the many subjects that are having the thoughtful 
consideration of individual members of the traffic profession 
is that of standardization of traffic requirements, and the mat 
ter has been informally discussed at various meetings of the 
Associated Traffic Clubs of America. It is the aim of the orgal- 
ization to improve the standing of the traffic men in the business 
world and particularly among those business men who do not 
yet fully recognize the necessity for and value of properly 
equipped traffic departments and competent traffic men, by 
bringing about a better realization by them of the importance 
of their work and the dignity of their profession, as well as 
the requirement on their part of more thorough understanding 
of all features of their business. Although it is not so generally 
realized by other departments of business concerns, the wide- 
awake traffic man knows that there is no branch of any business 
in which the traffic department cannot and should not have @ 
materially helpful part and that the coordination of all depart: 
ments is necessary to the best success. 

The Associated Traffic Clubs of America and local traffic 
clubs are now putting forth great. effort to educate the younger 
men in the fundamentals of traffic and in the importance 
of their work, as well as to impress on business executives 
generally the usefulness of traffic men and traffic departments, 
but they have not as yet delved very deeply into the matter 
of standardization, notwithstanding the occasional discussions 
that have been had with reference to the subject. Howevéh 
there is some serious thought to the effect that real benefit 
would accrue to business generally and to traffic _men par 
ticularly through some arrangement that would permit the ti 
“traffic manager” being used only by men who are sufficient 
well grounded in their business to warrant certification to t 
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LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Wareheuse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles er San Francisce 
and weuld suggest that yeu complete your file by requesting 
the rates fer eur specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 








DENVER, COLORADO 














FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
lucal and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Sterage Company 










How much is it costing you in wasted 
opportunity? 


Every day your associates are judging you—by what you say 
and how you say it! Hazy ideas, ill-chosen words, halting sen- 
tences, crude, slovenly speech—these mark a man as loose in 
thinking. Thoughts clear-cut, words that give true shape and 
color, sentences aflame with power and originality—these are 
the things that proclaim ability, that win for their users swift 
advancement! 


Make Your Words Reflect Your True Ability 


Stop apologizing for poor English—it’s inexcusable! In the 
quiet of your home—with LaSalle’s help—you can learn to 
speak and write with real distinction, learn to make the words 
you utter and the letters you compose stamp you as educated, 
cultured, a power to reckon with in the business world! “Your 
course in Business English has increased my ability to think, 
given me greater confidence in myself, taught me the tremen- 
dous value of imagination in one’s daily work”—“Our sales 
manager tells me the last letter I wrote is the most effective 
one the company ever sent out”—“Increased my earning power 
200 per cent”—these are but a few of the tributes paid LaSalle 
training by those who have enjoyed its benefits. Low cost; 


easy terms. 
Send for Free Book 


Complete details in an attractive 32-page book, “Effective 


Business English,” sent you free upon request. Ask for it 
TODAY. . siete: 


LA SALLE EXTENSION UNIVERSITY, Dept. 395-BE, Chicago 
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Saved $1.40 
per Shipment! 

































The Carr Fastener Co. are saving $1.40 a crate through 
the use of Signode Tensional Steel Strapping. Crating 
time is cut, lumber is less and freight bill reduced. We will 
be pleased to send you full details if you are interested. 








And this is but one of thousands of manufacturers who 
are saving money and securing safer shipments of every 
type. Signode is applicable to boxes, crates, bundles, car- 
tons, ete. Why delay longer? There is no obligation, ask 
us to check up in your own shipping department or write 
for catalog No. 15W. 


Signode Steel Strapping Co. 


2613 N. Western Ave., Chicago, IIl. 


Canadian Steel Strapping Co., Ltd., Toronto, Ont. 
Offices in Principal Cities 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire tensional reinforcements, all forms 
of nailed strapping, pail clasps, clutch nails, tag fasteners, etc. Write 
for general catalog. 

















WANTED! 


WANTED :—TRAFFIC MANAGERS 
AND ASSISTANTS; RATE AND 
CLAIM MEN; RAILROAD OR IN- 

DUSTRIAL TRAFFIC CLERKS. 









































Who have a sincere desire to become efficient traffic executives. 
Learn in two years, how to handle traffic covering the widest pos- 
sible range of commodities and territories. 




















Qualify for the bigger opportunities by practical training and avoid 
the school of hard knocks, which is no longer necessary. Keep 
pace with modern times. 


THIS IS THE DAY OF SPECIALIZATION 


(1) Traffic Specialization for men with ordinary experience and 
training, (2) Traffic Law and Practice for men with wide general 
traffic experience. 



























Both courses available through Chicago evening classes and 
by mail. 















Send coupon for full particulars 


College of Advanced Traffic, Dept. 6, 
608-618 South Dearborn Street, Chicago, IIl. 











Please send me full particulars on the following: 








OO Traffic Specialization: Resident.................++- Rttckesancens 
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effect by some properly authorized body. My own opinion is 
that the time is not yet ripe for definite action along this line, 
but many men whose opinions are entitled to great respect 
view the matter differently. The state of Alabama now has 
this matter under consideration through a bill introduced in 
the legislature, “A Bill to Be Entitled An Act to Regulate the 
Practice of Traffic Expert, etc.” Its purpose is set forth in 
section 1 of the bill as follows: 


That any citizen of the United States, residing or having a 
place of business in the state of Alabama, or who is connected 
with any corporation, firm or association doing business in this state, 
being over the age of 21 years, of good moral character, and who 
shall have received from the State Board of Traffic Examiners a 
certificate of his qualifications to practice as a traffic expert shall 
be styled or known as a certified traffic expert, i. e., one who is 
skilled and experienced in the rates, fares, charges, rules, regulations, 
classifications and practices of common carriers and in the govern- 
mental system of regulating the same, and it shall be unlawful for 
any other person to assume such title or use any letters, abbreviations 
or words to indicate that such a person using same is a certified 
traffic expert. 


The matter is being considered by a special committee of 
at least one chamber of commerce outside of Alabama and 
perhaps others. One of the foremost educators of the country 
expresses opinion that the measure before the Alabama legis- 
lature is the most significant action that has ever been proposed 
for increasing the prestige of traffic work and will give it a 
standing that could not be reached in any other way; that it 
will, in and by itself, cause our universities to offer courses 
to prepare men for examinations and will put a premium on the 
capable man. Space will not permit of detailed discussion of 
the subject, but traffic club members whom this reaches may 
profitably consider the matter at their local meetings. Expres- 
sion of their views will be helpful to a more general and better 
understanding of the subject, and will probably bring about 
some action that will be beneficial to business generally and to 
the traffic profession. 


DOINGS OF THE TRAFFIC CLUBS 


(Continued front page 724) 

The Richmond Traffic Club will be represented at the an- 
nual meeting of the Associated Traffic Clubs of America at 
New York by its president, O. J. McSwain, Albemarle Paper 
Company; W. B. Lee, secretary and treasurer of the club, and 
W. C. Hull, assistant vice-president, C. & O. 





The Miami Valley Traffic Club has appointed J. E. Haynes, 
traffic manager, Frigidaire Corporation, Dayton, and B. E. Olsen, 
traffic manager, McCall Company, Dayton, as delegates to the 
meeting of the Associated Traffic Clubs of America at New 
York. J. C. Boyers, general agent, C. B. & Q., Cincinnati, and 
F. B. Swope, traveling freight agent, Union Pacific, Cincinnati, 
have been appointed alternates. 





The Traffic Club of Tulsa has appointed H. W. Roe, traffic 
manager, Mid-Continent Petroleum Corporation, and D. W. 
Grubb, commercial agent, Midland Valley, delegates to the an- 
nual meeting of the Associated Traffic Clubs of America at 
New York. S. B. Myers, president of the club, traffic manager, 
Independent Oil and Gas Company, and F. J. Blaicher, general 
agent, Nickel Plate, have been appointed alternates. 





The Traffic Club of St. Louis will hold “Missouri Pacific 
Day” at the New Jefferson Hotel March 25. Sixty-five repre- 
sentative of that line are expected to be present. J. A. Brown, 
assistant vice-president in charge of traffic, will speak on “The 
Container Car.” 





The Traffic Club of Wichita held a luncheon at the Wichita 
Club March 21. 





The Grand Rapids Transportation Club has appointed T. A. 
MeMillen, district freight agent, Pennsylvania, delegate to the 
meeting of the Associated Traffic Clubs of America at New York. 





J. R. Griffin, district freight agent, M.-K.-T., has been ap- 
pointed delegate to the meeting of the Associated Traffic Clubs 
of America at New York by the Cincinnati Traffic Club. 





The Traffic Study Club of the Birmingham Traffic and 
Transportation Club held its first meeting at the Chamber of 
Commerce Auditorium March 21. The subject was “Bills of 
Lading.” 





The Los Angeles Transportation Club held a luncheon with 
the Women’s Traffic Club of Los Angeles and the Rail and 
Water Club at the Alexandria Hotel March 20. The program 
was sponsored by the Union Pacific. R. B. Robertson, assistant 
traffic manager, Union Pacific, was chairman of the day. Open- 
ing remarks were made by T. A. L. Loretz, president of the 
transportation club. Entertainment included a “Forty-five Min- 
ute Tour Through Yellowstone National Park,’ conducted by 
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A. T. Jackson, district passenger agent, Union. Pacific, and g 
musical program by the Union Pacific Orchestra. A “Surprise 
Tournament” was held at the Western Avenue Golf Course 
March 21. 





The Transportation Club of St. Paul held “Entertainment 
Day” at the Union Depot dining room March 19. 





The Traffic Club of New York will hold a “Kiddies” Raster 
Party” in the club rooms at the Park Central Hotel the after. 
noon of March 30. The monthly meeting will be held at the 
Park Central March 26. James A. Hamilton, former secretary 
of state, New York, will speak on “The Industrial Life of the 
State.” 





The Indianapolis Traffic Club has appointed F. A. Doeber 
L. N. Helm, general agent, N. & W., and Lyon Listen, general 
agent, Southern Pacific, as delegates to the annual meeting 
of the Associated Traffic Clubs of America at New York in April, 





AIR SECRETARY RESIGNS 
William P. MacCracken, Jr., assistant secretary for aero- 
nautics, of the Department of Commerce, has resigned to return 
to private business. He is to remain in office, however, for 
about two months. President Hoover has not decided on a 
successor. 


RAILROAD LABOR STABILIZATION 


Phases of the railroad employment problem are discussed 
by Ethelbert Stewart, commissioner of labor statistics of the 
Department of Labor, in a statement to be published in the 
Monthly Labor. Review of the department. 

After stating that the average number of railroad employes 
had remained fairly constant in recent years, Mr. Stewart said 
it seemed that the worst that could be apprehended regarding 
railway employment was that it would either not decrease at 
all or would decrease very slowly, as regarded both total em- 
ployes and as regarded practically all. the individual occupa- 
tions. 

“This being so,” said he, “it seems to me that the real 
problem is not so much the making of provisions for displaced 
workers as it is of not taking on new employes unless they are 
absolutely needed.” 

In carrying out such a policy, said he, would require two 
things—first, there must be no arbitrary age limits on em- 
employment, and, second, railroad employment must be stabil- 
ized throughout the year much more effectively than it had 
been in the past. 

Operation of motor trucks and busses have created new 
forms of employment, some of them not very different, if at all 
different, from certain railroad occupations, according to Mr. 
Stewart. Operation of these vehicles and the repairing of them 
have created many new jobs, it is pointed out. 


SERVICE AGENTS TO FLOODED AREA 


“Press accounts indicate serious flood conditions in por- 
tions of Alabama, Florida and Georgia,” said Secretary George 
B. McGinty, of the Commission, March 18. 

“The Interstate Commerce Commission, through its bureau 
of service, has dispatched two service agents to the flooded 
area. They will confer with state and railway officials and will 
keep the Commission fully advised of conditions, so that any 
relief found necessary in the movement of traffic may be 
promptly afforded through the exercise of the Commission’s 
emergency powers.” 


ANOTHER NAMED FREIGHT TRAIN 

The “Vulcan,” a new train for steel products and general 
merchandise, placed in service between Pittsburgh and Enola, 
Pa., is the latest addition to the Pennsylvania Railroad’s fleet 
of “limiteds of the freight service.” It brings the total number 
of named freight trains operated by. the company to sixty-three. 
For traffic originating in the Pittsburgh district, the “Vulcan 
provides second morning arrival at all the more important sea- 
board cities from New York to Washington. Prior to the in- 
auguration of this train, the service provided for third morning 
arrival. The “Vulcan” Jeaves from Scully Yard, Pittsburgh, 
daily at 8:15 p. m., stops at Pitcairn to pick up additional 
cars, leaves Pitcairn at 2:30 a. m., and arrives at Enola Yard at 
5 p. m. This permits cars handled in the “Vulcan” to make 
direct connections with the other limited freight trains orig! 
nating at Enola. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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March 23, 1929 


DOCKET OF THE COMMISSION 


NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


march 25—Jonesboro, Ark.—Examiner Fleming: 
+ 21578—Jonesboro Freight Bureau et al. vs. L. 


March 25—Kansas City, Mo.—Examiner Kerwin: 
|. & S. 3232—Changes in Official, Illinois, Southern and Western 
Classifications. 

(Increase in western classification.) (Glass packed fruit, dried 
or evaporated; glass ro earthenware, packed milk; glass or 
earthenware packed soups; glass or earthenware packed veg- 
etables L. C. L.) 

March 25—Mobile, Ala.—Examiner McChord: 
21341—State Docks Commission et al. vs. L. & N. R. R. et al. 


March 25—Washington, D. C.—Examiner Berry: 
21420—American Rolling Mill Co. et al. vs. B. & O. R. R. et al. 


March 25—Washington, D. C.—Examiner Sullivan: 
21517—Middle Creek R. R. Co. vs. B. & O. R. R. et al. (adjourned 
hearing). 

March 25—Washington, D. C.—Examiner Schutrumpf: 

*# Finance No. 7452—Application Oklahoma Ry. for authority to ac- 
quire control by lease of railroad of Oklahoma City Jct. Ry. 

* Finance No. 7453—Application Oklahoma Ry. for authority to ac- 
quire control of Oklahoma Belt R. R. by purchase of capital stock, 
and to lease railroad of that company. 

March 25—Kansas City, Mo.—Examiner McGrath: 

1. & S. 3252—Livestock from points west of Mississippi 
eastern destinations. 

March 26—Washington, D. C.—Examiner Kettler: 

21706—Western Maryland Ry. Co. vs. M. & Pa. R. R. et al. 

March 26—Mobile, Ala.—Examiner McChord: 

18062—-Mobile Chamber of Commerce and Business League vs. 
& V. Ry. et al. 

18456—Meridian Traffic Bureau vs. A. & V. Ry. et al. 

Portions Fourth Section Application No. 601 et al. 

March 27—Argument at Washington, D. C.: 

Finance No. 6633—Proposed construction by Sacramento Nor. Ry. 

March 28—Washington, D. C.—Examiner Snider: 

21406—Virginia State Horticultural Society et al. vs. A. & R. R. 
et al. (further hearing). 

March 28—Argument at Washington, D. C.: 

Finance eee Construction by San Francisco-Sacra- 
mento R. R. 


o - 28—Kansas City, Mo.—Examiner Ames and Commissioner 

orter: 

21723—In the Matter of Container Service. 

|. & S. 3198 (and Sub. 1 to 3, incl.)—Merchandise in steel shipping 
containers loaded on container cars between St. Louis, Mo., 
and Western and Southwestern points. (Adjourned hearing.) 


March 28—Dallas, Tex.—Examiner Kerwin: 
1. & S. 3232—Changes in Official, Illinois, Southern and Western 
Classifications. 
(Reduction in Southern Classification.) (Oil, water or gas well 
outfits and supplies, C. L.; tanks, oil and gas separating, auto- 
matic, C. L. and L. C. L., increase in all classifications.) 


March 28—Midland, Tex.—Examiner Smith: 

13635—Consolidated Southwestern Cases. (Petition of Uvalde & 
Northern Ry., dated January 31, 1929, asking that petitioner be 
allowed to apply on interstate traffic the same differentials in 
excess of the standard rates which have been allowed by an 
gy inn R. R. Commission on Tex. intrastate traffic, dated 
wt. Si, “ 


March 29—Washington, D. C.—Examiner Devoe: 
Finance No. 7458—In the Matter of the Application of the Bellefonte 
Central R. R. for authority to issue $200,000 of first mortgage 6 
per cent bonds. 


March 29—Dallas, Tex.—Examiner Smith: 

13535—Consolidated Southwestern Cases. (Petition of Jefferson & 
N. W. Ry., dated Nov. 2, 1928, petition of Pecos Valley Southern 
Ry., dated Nov. 10, 1928, and petition of Bartlett Western Ry., 
dated Nov. 22, 1928, asking that petitioner8 be allowed to apply 
on interstate traffic the same differentials in excess of the stand- 
ard rates which have been allowed by an order of the Texas 
R. R. Commission on Texas intrastate traffic, with a view to 
developing what would be a reasonable first-class differential 
or differentials to meet the needs of these carriers.) 


April 1—Lubbock, Tex.—Examiner Davis: 

* Finance No. 7284—Application Texas-New Mexico Ry. for authority 
to construct a line of railroad from the Texas-New Mexico state 
line in a general northerly direction to Lovington, N. M. 

$ Finance .No. 7413—Application South Plains & Santa Fe Ry. for 
authority to construct a line of railroad from Seagraves, Tex., 
to Lovington, N. M., with a branch line extending southerly there- 
from, in Gaines county, Tex., and Lea county, N. M. 


April 1—Jackson, Miss.—Examiner Kerwin: 
|. & S. 3232—Changes in Illinois, Official, Southern and Western 
Classifications. 
(Increase in Southern Classification.) (Beans, soya and velvet; 
cow peas, L L.) 
April 1—Wilmington, N. C.—Examiner Wilson: 
» 6 §. 3220—Blackstrap Molasses from Wilmington, N. C., to points 
oO. 
April 1—_New Orleans, La.—Examiners Fuller and Peyser: 
17000—Part 4-A—Rates on refined petroleum products from, to, and 
between points in the southwest. 


POSITIONS WANTED OR OPEN 


, COST EXPERT—Seeks engagements. Twenty years railway work, 
including revenue disbursement, general, corporate and fiscal accounts. 

ata prepared for rate cases, investigations, etc. Box 194, care Traf- 
fic World, Chicago, III. 


POSITION WANTED—Traffic manager, now employed, desires 
traffic connection with industrial or commercial organization; age 38; 
ifteen years’ experience all phases traffic and adjustments before 
carriers and commissions; Chicago location. Address J. A. E. 192, 
Care Traffic World, Chicago, Il. 


& N. R. R. et al. 
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17000—Part 4—Rate structure investigation. : 
18458—General petroleum investigation, in so far as they rtain 
to rates on petroleum and petroleum products to destinations in 
and within Mississippi Valley. - 
21848—Champlin Refining Co. vs. A. T. & S. F, Ry. et al. 
April 1—Birmingham, Ala.—Examiner McChord: 
17407—American Lumber & Export Co, et al. vs. A. & V. Ry. et al. 
17957—Watters-Tonge Lumber Co. et al. vs. A. G. 8S. R. R, et al. 
(with respect to amount of damages and reparation due complain- 
ants under findings of Commission reported in 142 I. C. C. 621). 


April 2—Birmingham, Ala.—Examiner McChord: 
21767—Brilliant Coal Co. et al. vs. I. C. R. R. et al. 

April 3—Fayetteville, N. C.—Examiner Wilson: 
1. & S. 3255 (and 1st supplemental order)—Rules governing collection 

and deliyery of less carload freight at Bennettsville, S. C., et al. 

April 3-4—Argument at Washington, D. C.: ° 
17000—Part 11—Rate Structure Investigation—Sand and gravel. 
16002—R. A. Gibson vs. K. C. S. Ry. et al. 
18702—Tenn.-Ark. Gravel Co. vs. M. P. R. R 
9702—Memphis-Southwestern Investigation. 
6390—Memphis Freight Bureau vs. St. L. I. Mt. & S. Ry. et al. 
7253—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
7304—City of Memphis et al. vs. C. R. I. & P. Ry. et al. 
9886—Chamber of Commerce, Monroe, La., vs. A. & L. M. Ry. et al. 
9927—Railroad Commission of Ark. et al. vs. A. C. R. R. et al. 
10084—-Natchez Chamber of Commerce vs. N. & S. Ry. et al. 
10418—Arkansas Jobbers’ & Mfgrs.’ Assn. vs. D. G. et al. 
10419—Arkansas Jobbers’ & Mfgrs.’ Assn. vs. D. G. et al. 


| PANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
Scheduled Fertnightly Sailings via Panama Canal 


From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisco From Los Angeles 
Mar. 28 Mar. 30 
















S. S. COLOMBIA. ............06. . ° 

i ie Is 55.66.0050005000840 Apr. 11 Apr. 13 
S. S. VENEZUELA .............. Apr. 25 ae 27 
S. S. GUATEMALA ..............- May 9 ay 11 





Also regular sailings for Mazatlan, Champerico, San Jose de 
. Guatemala, Acajutla, La Libertad, Corinto, Amapala, Puntarenas, San 
Juan del Sur, Balboa and Cristebal (Panama), Buenaventura, Puerte 
Colombia and Cartagena, Celombia. 

Trans-Shipment at Panama fer South America and European Ports 

Through rail expert bills of lading issued in transcontinental 
territory San Francisco and Los Angeles harbor honored to all | 
West Coast Mexican and Central American ports. | 

—OFFICES— 

2 Pine Street, San Francisce, Cal. 
648 S. Spring St., Les Angeles, 










140 S. Dearbern 8t., Chicage, Il. 
10 Hanover Sq., New Yerk, N. Y. 










Get the facts! 


The growing importance of Dallas and the South- 
west market makes the following reports extremely 
valuable to the traffic executives of expanding 
organizations in all lines—write for any or all of 
them you wish: 1. Market Map of the Southwest. 
2. The Southwest—Six Billion Dollar Market. 
3. Dallas—Distribution Center. 4. Industrial Sur- 
vey of Dallas. 5. Dallas as a City in Which to 
Live. 6. The Growth of Dallas. 7. Texas Corpo- 
ration Laws. INDUSTRIAL DALLAS, Inc., 1148 
Chamber of Commerce Building, Dallas. 


Dalla 


Industrial and Distribution Center of 
the Southwest -Twelve Million People 
~Six Billion Dollar Market « + « ee 











Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 
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April 4—Washington, D. C.—Examiner Boles: 
* Finance No. 7359—Joint application of Delaware & Hudson Co. and 
Delaware & Hudson R. R. Corp. for authority to the former com- 
pany to abandon its railroad and to the latter company to op- 
erate said railroad; for authority to said Delaware & Hudson R. 
R. Corp. to acquire control, by lease, of certain subsidiary com- 
panies, and to acquire control of certain subsidiary companies by 
purchase of capital stock; and for authority to said D. & H. R. 
R. Corp. to issue certain securities and assume certain securities 
and assume certain obligations; and for an order authorizing 
present officers and managers of the D. & H. Co. to hold same 
positions with D. & H. R. R. Corp. 
April 4—New York, N. Y.—Examiner Ames and Commissioner Porter: 
21723—In the Matter of Container Service. ; 
1. & S. 3198 (and Subs. 1 to 4, incl.)—Merchandise in steel shipping 
containers loaded on container cars between St. Louis, Mo., 
and Western and Southwestern points. (Adjourned hearing.) 


April 4—Chattanooga, Tenn.—Examiner McChord: 
1. & S. 3215—Ferro-Silicon from Ohio River crossings to points in 
Ill., Ia., and various other states. 


April 4—Nashville, Tenn.—Examiner Kerwin: 


1. & S. 3232—Changes in Illinois, Official, Southern and Western 
Classifications. 
(Increase in Southern Classification.) (Boxes, fibreboard, etc., 
CG. is) 


April 5—Argument at Washington, D. C.: 
16457—New Jersey Lumbermen’s Committee vs. A. C. L. R. R. et al. 
18843—A. C. Ochs Brick & Tile Co. et al. vs. C. & N. W. Ry. et al. 
1. & S. 3114—Cyanamid and Crude Cyanide from Niagara Falls, Ont., 
to Eastern Trunk Line, New England and C. F. A. points and 
Virginia Cities. 

1. & S. 3187—Cyanamid and Cyanide from Niagara Falls, Ont., to 
certain eastern and New England cities (further argument). 


Apri! 5—Chattanooga, Tenn.—Examiner McChord: 
18885—Harriman Mfg. Co. vs. Sou. Ry. et al. 
21611—Warrior Cement Corp. vs. G. & S. I. R. R. et al. 
April 5—Bonham, Tex.—Railroad Commission of Texas, or any mem- 
ber thereof: 
Finance No. 7327—Application of D. B. & N. O. R. R. for authority 
to abandon its railroad. 
April 5—Washington, D. C.—Examiner Berry: 
18866—Alcolu R. R. vs. A. C. L. R. R. (further hearing). 


April 8—Ft. Worth, Tex.—Examiner Davis: 

* Finance No. 7370—Application St. L. S. F. & T. Ry. for authority 
to construct a line of railroad from Vernon to Seymour, Tex. 

* Finance No. 7371—Application St. L.-S. Ry. for authority to 
acquire control of G. T. & W. Ry. by purchase of capital stock. 

* Finance No. 7372—Application St. L.-S. F. & T. Ry. for authority 
to acquire control of railroad of G. T. & W. Ry., as proposed to 
be extended, by lease. 

* Finance No. a ee G. T. & W. Ry. for authority to con- 
struct a line of railroad from Seymour to Paducah, Tex. 

* Finance No. 7378—Application C. R. I. & G. Ry. for authority to 
construct a line of railroad from Groom to Paducah, Tex., and 
to operate under trackage rights from Paducah to Jacksboro, Tex. 
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» Chiecago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
PoOoL CAR DISTRIBUTION 


2000 Carload 
Capacity 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


TERMINAL WAREHOUSES OF ST. JOS™"H, Inc. 
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DISTRIBUTORS 
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Daily Delivery Service to 250 Surrounding 
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fe8 Ses. — ey oy Cheseldine: 
Maine Centra . m. eC al. Va, B,.& Ar. BR. R. j 
hearing). et al. (adjourned 


April 8—New York, N. Y.—Examiner Sullivan: 

* Finance No. 7353—Application Long Island R. R. 
abandon a portion of its Whiteside branch. 

* Finance No. 7308—Joint Application of Pennsylvania R. R., legs 
of Pennsylvania Tunnel and Terminal R. R. and Long Island R R 
for a certificate of public convenience and necessity authorizing 
the latter company to operate under trackage rights over a on 
tion of the Pennsylvania Tunnel and Terminal R. R. including 
yard and station facilities, and for an order under paragraph (5 
of Section 3 of the Interstate Commerce Act requiring the use 4 
said tracks and terminal facilities by Long Island R. R., 7 


for authority to 


April 8—Washington, D. C.—Examiner Berry: 
|. & S. 3253—Naval Stores from southern points to eastern destina- 





tions. 
* ee Co. et al. vs. Apalachicola Northern R R 
et al. ae 
* 19622—Western Paper Makers’ Chemical Co. vs. A. C. L. R. R et al 
* 19782—Empire Size & Chemical Corp. vs. A. B. & C. R. R. et al. 


April 8—Dalias, Tex.—Examiners Fuller and Peyser: 

17000—Part 4-A—Rates on refined petroleum products from, to and 
between points in the southwest. ? 

17000—Part 4—Rate structure investigation. 

18458—General petroleum investigation, in so far as it pertains 
to rates on petroleum and petroleum froducts to destinations tn 
and within Mississippi Valley. 

21848—Champlin Refining Co. vs. A. T. & S. F. Ry. et al. 


April 8—Macon, Ga.—Examiner McChord: 

1. & S. 3243—Coal from mines in Ala., Ga., Ky., Tenn. and Va, to 
destinations in southeastern and Carolina territories. : 
20196 (and Sub. 1 to 3, incl.)—City of Quincy vs. A. G. S. R. R. et al 
20802—South Georgia Traffic Bureau for Turner County Board of 

Trade et al. vs A. B. & C. R. R. et al. 
Portions Fourth Section Application Nos. 972, 703, 2029 et al. 
—S Section Application 13524, filled jointly by Agents Tilford and 
reyer. 
20010—City of Augusta vs. A. C. L. R. R. et al. 
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Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 SOUTH FRONT STREET, MEMPHIS, TENN. 


NEW ORLEANS 


In the heart of the Commercial District 
we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 
The most centrally located warehouse in the city 
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UNION TRANSFER CO. 


Sdesibrary PHILADELPHIA LOCAL EXPRESS 


SUBSIDIARY 
Established 1867 1004-26 Spring Garden St. 

























